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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE TRAFFIC MAN AND GOVERNMENT 
OWNERSHIP 


HERE has been some criticism of our last week’s 

editorial in the respect that it has been taken, in 
some quarters, as reflecting on the position of the in- 
dustrial traffic man toward government ownership of 
the railroads. He is unqualifiedly against such a policy, 
say these critics, and shows it by everything he says 
and by the fact that his national organization, the Na- 
tional Industrial Traffic League, has taken action 
and has a committee working against it. 

Our point is not that the industrial traffic manager 
is not against government ownership in theory, but 
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that he is essentially what his title indicates—an in- 
dustrial traffic man—and his particular job is to get 
freight moved efficiently and promptly at the lowest 
possible rates, and that the practical work of cooper- 
ating in a movement to prevent government owner- 
ship, even at the expense of what, in the narrow view, 
may be considered some sacrifice of the accomplish- 
ments expected of him, ought to be the result of in- 
struction from above, since, without such orders, he 
can hardly be expected to do what his job does not 
call for. 

But we are perfectly willing to meet the issue 
raised by the correspondents referred to. The indus- 
trial or commercial traffic man, as a rule, while he is, 
in theory, against government ownership of the rail- 
roads, because he believes the railroads, under govern- 
ment ownership and operation, would not give him the 
service he desires and must have, does not cooperate 
in practical efforts to save the railroads and himself 
from the plight that would result if the government 
took over the task of transportation. 

Read, for instance, the list of shippers opposing 
the proposals of the railroads for rate revisions as a 
substitute for the emergency increases that expire 
with this year. Almost every commodity and region 
involved are protesting. We do not say that some or 
all of these protests are unwarranted, because we do 
not know, but we do say that at least many of them 
are made without geep consideration; they are merely 
examples of the traffic man leaping to his job, that job 
being to defend his commodity or his region from 
higher rates, with little or no consideration of the 
deeper problem of whether the railroads need these in- 
creases and what may happen if they do not get them. 
If a different attitude is desirable, must it not come 
from the superiors of the traffic men, who may take a 
wider view of the questions involved and who may, if 
they wish, relieve their traffic men of the responsibility 
of fighting for reductions or against increases in freight 
rates? 

As to the National Industrial Traffic League, the 
national organization of commercial and industrial 
traffic managers, being against government ownership, 
it is so, by pronouncement, and it has an active com- 
mittee under able chairmanship working against it by 


making speeches and issuing other propaganda. That 
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is all very well—but it is lip service, for the most part. 
Many of the individual members of the League are do- 
ing things that contribute to the very situation that 
may bring about government ownership. Of course, 
we will not be understood as meaning that they ought 
to assent to everything proposed by the railroads be- 
cause the railroads say they need it, but we do mean 
that they ought to look a little deeper than the im- 
mediate effect of what is proposed, and that they rarely 
do so and can hardly be expected to do so unless they 
are so instructed. 

One need go no further in proof of this statement 
than to point out that the League itself, as a body, 
while insisting, on the one hand, that government own- 
ership of the railroads would be a bad thing, on the 
other, because of the strength of shipper representa- 
tives in it who profit from water transport, is giving 
continued support to government ownership and opera- 
tion of barge lines on the waterways. Not only is it 
thus approving a thing that offers unfair competition 
to the railroads, but it is supporting transportation gov- 
ernment ownership itself. The unsoundness of the logic 
that permits this riding at once of two horses going in 
opposite directions is apparent, but the effect is worse 
than a mere conviction for unsoundness in logic; the 
effect is a neutralization of what the League does in 
fulminating against government ownership of the rail- 
roads. 

But, it may be asked, are not business executives, 
the superior officers of the traffic men, in need of edu- 
cation in this matter? Can they be looked to to give 
the necessary instructions to their traffic executives? 
The answer is that they are and they cannot—now. 
Take a look at the trade and business press, which re- 
flects the views of its readers and, to some extent, in- 
fluences them. Almost without exception, among those 
who say anything about it, the present rate proposals 
of the railroads are treated as another dirty attempt on 
the part of the rapacious transportation companies to 
oppress the shipper. Again we are not saying that 
they may not be right, in some instances, but we are 
saying that they take this attitude without knowing 
anything about the merits of the case and certainly 
without any consideration of its wider aspects: it is 
merely the traditional attitude of those who pay freight 
rates. It is this attitude, as we see it, that must be 
broken down, to the extent that preserving private 
ownership of railroads depends on practical coopera- 
tion from business. The pressure must be brought to 
bear on the heads of business, not on their traffic men, 
who already oppose government ownership because 
they see what would be the results, but who will not 
and cannot be expected to forego what they conceive 
to be the purpose for which they are employed for the 
sake of preserving a sound economic system in which 

their employers do not seem to be much interested. 

Traffic men could, to be sure, be more valuable 
than they are in the general scheme of things and make 
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themselves also worth more to their employers. They f--~ 
could, for instance, in the associations to which they 
belong and in which they work, take a little broader 
view and, to the extent that they attempt to deal with 
national policies, insist on a little more consistency and 
statesmanship. They could, instead of handling in per- 
functory and narrow fashion matters that are referred 
to them by their employers because they bear the label, 
“transportation,” or that come to their attention from 


other sources, make of themselves valuable advisers § How 
to the heads of their industries in affairs in which their } Half 
judgment is good and their experience large. There § Wor 
are, of course, such traffic men who sit in the higher J » 4 
councils; they are, however, limited in number—and J res: 
they did not “get that way” by confining their attention - 
entirely to freight rates and routes. belie 
And we should like to repeat to those who are ac- = 
tively engaged in the campaign against government § who 
ownership that now is the time to strike hard and di- ate 
rectly, not only in what is said and done to prevent the : 4 
effectuation of that disastrous policy, but in the de- § give 
mand for funds with which to work. If its friends can- 
not put it over now they never can. Some of them have } fry 
said they did not believe the time was ripe. They may J ger 
change their minds about that; we would, in their } g,, 
place. On the other hand, if it cannot be stopped now 
it can never be stopped. This is the time to strike. The yy 
opponents of government ownership have everything | jan 


to gain and nothing to lose. Any campaign for money 
is always difficult. Some hesitate or refuse to contrib- 
ute just because of the expense; others may make light 
of the fear; still others will be cowardly and afraid of 
reprisals; but, if these obstacles cannot be overcome 
now, they never can be, and organizations set up to 
fight the movement might as well disband and devote 
their attention to other things, leaving the fight to be 
made when the overt act is committed—when it will 
be too late. 


tru 
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TERMINAL CASES DISMISSED 


Commission attorneys have been advised that a three-judge 
court at Milwaukee, composed of Circuit Judge Evans and Dis- 
trict Judges Barnes and Geiger, has dismissed equity No. 8453, 
Goodman Lumber Co. vs. United States, Interstate Commerce 
Commission and Soo Line and equity No. 4988, A. O. Smith 
Corporation vs. Same and Chicago, Milwaukee, St. Paul & 
Pacific. The cases grew out of the Commission's decision and 
order in Ex Parte No. 104, part II, terminal services. The 
Commission forbade the payment of terminal allowances to 
the Goodman and Smith companies for spotting services per- 
formed by them at their plants. 


A temporary injunction was issued by the Milwaukee court 
when the Goodman case first came up. That injunction was 
dissolved and both cases dismissed after arguments for a perma- 
nent injunction. Arguments were made for the shipper com- 
panies by John S. Burchmore and for the Commission by 
Nelson Thomas. 


In effect the court held that the services beyond the points 
indicated by the Commission were not services of transporta- 
tion the carriers were bound to perform, or, in the event of 
failure to perform, to make allowances to the affected indus- 
tries. The court announced from the bench that it would not 
grant a temporary injunction in the Smith case but that both 
applications for injunction would be dismissed, the Smith case 
not presenting any judicial question not determined in the 
Goodman case. 
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Current Topics in 
Washington 





It might be suggested that the man 
who first observed that one-half of the 
world did not know how the other half 
lived never had much experience with life 
in a city that was the meeting place of a 
congress or parliament having the power 
of the purse, else he would not have so spoken. Shortly, Con- 
gress will be back in Washington. Much of its time will be 
spent in giving indications of how the other half of the world 
lives. It will be surrounded by and will answer favorably, it is 
believed, a rather loud “gimme” chorus. It always has been 
fairly generous with the money raised by taxes. 

And what Congress does is in addition to what the man 
who has a job and has saved a dollar or two is persuaded to 
give to the Community Chest, the Red Cross, and other organ- 
izations, not to mention those who present petitions for help 
in the form of requests for a dime for this, that, or other 
thing calculated to make life easier for the asker, if not for the 
giver. 


How the Other 
Half of the 
World Lives 





The Commission has received a let- 
ter of transmittal covering copies of 
contracts a contract truckman has 
with those anxious to use his service, 
that has attracted some attention. It 
comes from a truckman in the near- 


Trucker Asks 
Benefit of 
Grandmother Clause 


northwest. It says: 


Inclosed find three copies of my contract with the railroad com- 
pany. I hope this will end our correspondence for time to come as I 
am getting all tired of this rate filing and that’s all it amounts to. The 
trucks are running wild just the same as before. But I suppose you 
fellows are having a fat job up there; that’s the main thing. Say, if 
there is such a thing as a grandmother clause, put me in that and leave 
Me alone. 

It is not news to those whose 
business makes it necessary for them 
to examine the things the Commis- 
sion: displays for the information oi 
the public, that finance applications 
filed by railroads and truck companies 
when they think they should do something directly involving 
dollars, or papers meaning dollars, make the paper industry 
prosper, not to mention printers and typewriters. Some, not 
noted for their experience in financial matters, are inclined 


Finance Applications 
Fine Examples 
of Amplitude 


to think that the Commission should set to work those of its. 


staff who have shown ability to condense things to see what 
deflatory things they can do with the voluminous finance 
applications. 

This week the Greyhound Lines filed applications to sim- 
plify their capital structure by merging wholly owned sub- 
sidiaries in, presumably, better organized Greyhound com- 
panies, and thereby reduce expenses. To be sure, it might be 
admitted that the Commission should insist on a full dis- 
closure of the facts bearing on the question of whether a finan- 
cial move would be of benefit to the carrier and to the public. 
But a thought is that the public is not likely to be benefited 
by the insertion of a great mass of data in an application. It 
took a pile of paper about four inches thick, a little more than 
nine inches wide, and about thirteen inches long to carry the 
stuff the Commission’s requirements forced the Greyhound 
Lines to submit. If the Commission’s rules and regulations did 
not force the bus company to use that much paper, some one 
in the Greyhound organization, possibly Ivan Bowen, who is 
good-natured, should be ordered to sit on a penitential stool for 
an hour or two. 


One of the arguments made in support of the require- 
ments concerning motor finance applications is that, by having 
applicants answer a lot of questions, hearings may be avoided. 
Even so, he would be a benefactor of mankind who would 
instruct the writer of a finance application to write a paragraph 
of not more than 250 words, in the plainest English the best 
man in the office preparing the document could command, set- 
ting forth the object of the move. It is true that each commis- 
sioner interested in the matter has a staff big enough to make 
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an abstract of an application that would make its meaning 
plain to him in three minutes or less. Commissioners are able 
to command such service ‘for themselves in all matters. They 
could requife applicants to make an effort to summarize the 
material in an application for the benefit of the public that 
might have an interest in the subject, and make it a part of 
the application. Such a summary, it might be suggested, in 
the absence of any showing of bad faith, need not be held 
to bind the applicant, in the event his’ summary was not 
exactly what the application itself was taken to mean by those 
constrained to read it. 

The head notes the Commission attaches to its decisions 
do not bind it in the event the matter comes into court. 
Courts, as a rule, do not write the head notes of their opinions, 
but, in instances where they do, disagreement between a head 
note and some part-of the opinion means nothing. In all in- 
stances, the opinion speaks for itself, notwithstanding what a 
head note may say. 

Writers of railroad finance applications not infrequently 
include a paragraph that really tells the story. They do not 
include all their data in the application. They must make a 
return to a questionnaire. In the end, they have to furnish 
as much material as motor applicants. But they can submit 
it in two chunks instead of one. That helps digestion by that 
part of the public that is required or thinks it is required to 
inform itself about such things. 





Now that the Spanish people, by 
fire and sword, appear to be on the 
point of changing their administration, 
if not their government, a well poised 
and. well versed man might subscribe 
to the proposition that the United 
States now is more wonderful, in a political sense, than ever 
before. With forty-six of the forty-eight states voting for the 
retention of President Roosevelt, with a majority in the law- 
writing branch of the government greater than any political 
party ever had before, there is nothing to indicate that any 
serious attempt will be made by responsible leaders of the 
party in power to make any real change in the government. 

While there has been talk about Congress increasing the 
number of justices composing the Supreme Court—“packing it,” 
to use the politically cynical terminology—no one has brought 
forward anything to indicate that President Roosevelt is in- 
spiring or encouraging anything of the sort. Unless and until 
he does back such an idea, the talk will have no greater weight 
than campaign talk, of which there was plenty less than a 
month ago. 

Suca a condition can only mean that, while Americans in- 
dulge in “cussing” the court, they really do not mean anything 
serious—at least, not so serious as a little more than a century 
ago (1832) when Georgia flouted the court’s decree in Worcester 
vs. Georgia. In that case the Supreme Court held invalid the 
legislation of Georgia providing for government of the lands of 
the Cherokee Indians that it had taken from them. Under that 
law Samuel A. Worcester, a missionary and postmaster of 
Echota, Ga., and Elizur Butler were sent to the penitentiary 
for being illegally in the Cherokee section of Georgia. The 
highest tribunal reversed the Georgia court. The reversal, 
however, amounted to nothing to the Georgians or the prisoners. 

“Usurpation,” Governor Lumpkin, of Georgia, is said to 
have exclaimed, by way of comment on what the court had 
done, adding that he would meet the mandate of the court “with 
the spirit of determined resistance.” 


“John Marshall has made his decision. Now let him en- 
force it,” President Jackson is reported as having declared, 
the court’s mandate being unheeded by him. 


It might be suggested that, so long have Americans been 
accustomed to heeding the mandates of their courts, rebelling 
against them may be regarded as having not entered their 
heads seriously for a century, at least. The average American 
may not know how to go about changing his form of government 
(not meaning the administration), but probably not one in a 
hundred thousand thinks of fire and sword as one way of mak- 
ing a change. Another thought is that he has brain power 
enough to realize that if a majority on one election day, with 
out going through the ceremony of voting an amendment to 
the Constitution, can change things to his liking, a majority 
on another day can change them to gall and wormwood for 
him. 

Had the Spaniards such a system they might not now 
be using fire and sword to get rid of what was done by the 
men in power, acting without the restraint of a constitution 
not changeable by the whim of an ordinary majority—a 
majority, the executive head of which had the power to “sus- 
pend constitutional guarantes,” a power possessed by the 


America More Than 
Ever the World’s 
Greatest Marvel 
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heads of several states governed by a parliamentary form of 
government. 


J. A. Heder, commerce coun- 
sel of the North Dakota Board of 
Railroad Commissioners, in a letter 
to M. S. Davison, of the North 
Automobile Transportation Dakota Railway Employes’ Asso- 

ciation, says it is his opinion that 
persons who advertise in the newspapers in form something 
like “driving to Ottawa, Canada, first week September; pas- 
senger wanted,” are violating the North Dakota statute defining 
and regulating contract motor carriers, even if the commerce 
is interstate or foreign. His theory is that, since the federal 
government has not stepped in to regulate such occasional 
transportation, the law of North Dakota is in full force and 


North Dakota Thinking 
of Jail for Sellers of 


effect. a | 


“It is my opinion,” adds Mr. Heder, “that a criminal com- 
plaint would lie for the transportation for hire of passengers, 
interstate, by a person who has not complied with the insurance 
requirements of chapter 182, session laws of 1935, which 
amends certain sections of chapter 184 of the session laws of 
1933.” 

The North Dakota statute provides punishment for any one 
who aids or abets its violation. The penalty is a fine of $100, 
or imprisonment for not exceeding 30 days, or both. Under that 
part of the North Dakota statute, Mr. Heder is of the opinion 
that the newspaper that publishes such an advertisement can 
be held equally guilty with the person who advertises. That 
being the fact, Mr. Heder has sent a copy of his letter to the 
Associated Press “so that the newspapers generally may be 
advised that they are, to say the least, treading on dangerous 
ground in publishing these advertisements.”’—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading totaled 784,672 cars the week 
ended November 14. This was an increase of 25,354, or 3.3 
per cent, over the preceding week, 154,944, or 24.6 per cent, 
over the corresponding week in 1935, and 199,638, or 34.1 per 
cent, above the corresponding week in 1934. Miscellaneous 
totaled 323,200; merchandise, less carload, 166,806; coal, 157,- 
744; grain and products, 33,947; live stock, 22,618; forest prod- 
ucts, 34,505; ore, 34,780; coke, 11,072. 

Railroads the week ended Nov. 7 loaded 759,318 cars of 
revenue freight (see Traffic World, Nov. 14), according to the 
Association of American Railroads. All districts reported in- 
creases, compared with the corresponding weeks in 1935 and 
1934. 

Loading of revenue freight in 1936 compared with the 
two previous years and in 1930 follows: 


1936 1935 1934 1930 
2,353,111 2,169,146 2,183,081 3,470,797 
3,135,118 2,927,453 2,920,192 4,380,615 
weeks 2,408,319 2,461,895 3,550,076 
weeks ,544,84¢ 2,302,101 2,340,460 3,653,575 


4 weeks in January 

5 

4 

4 

5 weeks 2,887,975 3,026,021 4,586,357 
4 

4 

5 

4 

5 


weeks in February ..... 


weeks , 187, 2,465,735 2,504,974 3,575,454 
2,224,872 2,351,015 3,683,338 
3,098,001 3,072,864 4,608,697 
2,628,482 2,501,950 3,840,292 
3,565,051 3,147,988 4,668,611 

654,947 594,790 829,023 
—— <n  cnmengedicne 
Total ................31,033,533 27,332,082 27,105,230 40,846,835 


weeks in July 

weeks in August 

weeks in September ... 3,061,119 
. 4,095,623 
759,318 


weeks in October 
Week of November 7 ..... 


Revenue freight loading by districts the week ended Nov. 7 
and for the corresponding period last year was reported as 
follows: 
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Eastern district: Grain and grain products, 5,463 and 5,330; live 
stock, 1,570 and 1,331; coal, 29,346 and 22,401; coke, 2,905 and 1,297; 
forest products, 1,396 and 1,578; ore, 3,152 and 1,756; merchandise, L, 
C. L., 42,380 and 42,479; miscellaneous, 70,869 and 63,215; total, 1936, 
157,081; 1935, 139,387; 1934, 128,064. 

Allegheny district: Grain and grain products, 3,320 and 3,273; live 
stock, 935 and 998; coal, 35,168 and 27,703; coke, 5,205 and 3,053: 
forest products, 1,278 and 1,063; ore, 9,703 and 5,876; merchandise, L, 
Cc. L., 29,612 and 31,628; miscellaneous, 64,775 and 49,620; total, 1936, 
149,996; 1935, 123,214; 1934, 110,476. 

Pocahontas district: Grain and grain products, 248 and 316; live 
stock, 302 and 210; coal, 38,465 and 35,271; coke, 529 and 461; forest 
products, 721 and 598; ore, 399 and 386; merchandise, L. C. L., 6,090 
and 5,583; miscellaneous, 6,405 and 5,796; total, 1936, 53,159; 1935, 48 - 
621; 1934, 42,293. 

Southern district: Grain and grain products, 2,238 and 1,777; live 
stock, 1,031 and 957; coal, 20,832 and 14,528; coke, 572 and 369; forest 
products, 10,098 and 8,665; ore, 782 and 562; merchandise, L. C. L,, 
30,012 and 28,513; miscellaneous, 43,347 and 37,063; total, 1936, 108,912: 
1935, 92,434; 1934, 88,982. 

Northwestern district: Grain and grain products, 6,860 and 9,417: 
live stock, 5,416 and 4,437; coal, 9,167 and 8,595; coke, 1,821 and 1,267: 
forest products, 8,518 and 7,437; ore, 21,523 and 5,466; merchandise, 
L. C. L., 20,505 and 19,133; miscellaneous, 35,092 and 29,993; total, 1936, 
108,902; 1935, 85,745; 1934, 74,849. 

Central Western district: Grain and grain products, 7,384 and 
7,168; live stock, 8,165 and 8,911; coal, 13,275 and 12,186; coke, 142 and 
168; forest products, 6,178 and 4,687; ore, 2,973 and 3,160; merchan- 
dise, L. C. L., 26,887 and 24,375; miscellaneous, 53,919 and 48,701; total, 
1936, 118,923; 1935, 109,356; 1934, 96,902. 

Southwestern district: Grain and grain products, 3,814 and 3,308; 
live stock, 1,658 and 2,086; coal, 4,931 and 3,786; coke, 140 and 100; 
forest products, 4,359 and 3,673; ore, 259 and 248; merchandise, L. C. 
L., 13,065 and 12,652; miscellaneous, 34,119 and 30,337; total, 1936, 62.,- 
345; 1935, 56,190; 1934, 53,224. 


LOANS TO RAILROADS 


Finding itself unable to cerify that the applicant is not in 
need of financial reorganization, the Commission, division 4, in 
a first supplemental report in Finance No. 9438, Carlton & 
Coast Railroad Co. reorganization, has denied extension of time 
of the payment of a $535,800.24 loan by the RFC to the carrier, 
maturing at various dates between June 12, 1936, and October 
23, 1937. The total of the loan was received as advances on 
approval of the Commission for help not exceeding $549,000. 
The carrier, the report said, had repaid $45,503.25. The carrier 
asked for extension of the maturity date on bonds used as 
security for the loan to May 1, 1941. It also asked for a like 
rr of the maturity date of its notes to the RFC to 
that date. 


The carrier, in telling of its prospects for traffic, said that 
on account of a forest fire the Flora Lumber Co. had made con- 
tracts for the salvaging of damaged timber within a reasonable 
period of years which would require the hauling of at least 
750,000 feet of logs a day by it, In addition to that the rail- 
road said it had been receiving about 50,000 feet of logs a day 
from other lumber interests. 


In view of the applicant’s record of earnings, which showed 
a net deficit in each year since 1927, and net income in only 
four years in the period 1921 to 1935, inclusive, said the Com- 
mission, it was its opinion that an extension of the maturity 
dates of the loan was not warranted. On the record, the Com- 
mission added it was unable to make the certificate required 
by the law, namely, that the carrier was not in need of financial 
reorganization in the public interest. 


Revenue Freight Car Loading—Week Ended Saturday, Nov. 7 


Grain and Live 
grain prod. stock Coal 
29,327 19,077 151,184 
Total all roads 30,589 18,930 
27,266 23,085 126,344 
Preceding week Oct. 31 33,615 21,966 164,598 
Per cent increase over 8 21.5 
Per cent decrease under ......... 4.1 
Per cent increase over ........... 1934 7.6 19.7 
Per cent decrease under ......... 1934 
1936 1,571,366 
Cumulative 45 weeks to Nov. 7. {15% 1,375,397 5,247,319 
1934 1,464,417 5,269,140 
Per cent increase over : 14.2 x 11.6 
Per cent decrease under 
Per cent increase over 7.3 11,1 
Per cent decrease under 


124,470 


5,856,276 


Per cent to 15 year average 86.7. 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous 
11,314 32,548 38,791 168,551 308,526 
6,715 27,701 17,454 164,363 264,725 
5,485 21,394 6,852 160,014 224,350 
11,033 36,438 40,567 170,590 335,368 
68.5 17.5 122.2 ‘ 16.5 


106.3 52.1 466.1 ’ 37.5 


400,911 1,443,425 1,511,348 12,456,451 
283,761 1,199,612 976,120 10,594,378 
293,965 1,015,218 769,724 10,134,973 


41.3 20.3 “8 17.6 
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Decisions of Interstate Commerce Commission 





SELF-INSURER QUALIFICATIONS 


N indication of how the Commission may be expected to ap- 

ply the rules and regulations it has prescribed for qualifica- 
tion of a motor carrier as a self-insurer, it is believed, is given 
by the Commission, division 5, in its report and order in MC 
43020, application of H. B. Church Truck Service Co. to qualify 
as a self-insurer. The application has been denied. The report 
is the first that has been made under that phase of the Com- 
mission’s motor work. 


Rules and regulations were prescribed by the Commission 
August 3, under section 215 of the motor carrier act, to govern 
the filing and approval of surety bonds, policies of insurance, 
qualifications as a self-insurer or other securities or agreements, 
for motor carriers subject to the act. 


The order entered in this case says “that the application 
of the H. B. Truck Service Co. for authority to self-insure 
under the provisions of section 215, motor carrier act, 1935, 
be, and it is hereby denied.” The report of the Commission, 
except the declaration that the application has been filed by 
so and so, follows: 


Rule V is as follows: ‘“‘The Commission will give consideration to 
and will approve the applications of a motor carrier to quality as a 
self-insurer if such carrier furnishes a true and accurate statement 
of its financial condition and other evidence which will establish to 
the satisfaction of the Commission the ability of such motor carrier 
to satisfy its obligations for bodily injury liability, property damage 
liability or cargo liability without affecting the stability or per- 
manency of the business of such motor carrier.’’ 


Rule VIII is as follows: ‘‘Policies of insurance as amended by 
the endorsements provided by these rules covering bodily injury lia- 
bility, property damage liability and cargo liability must be written 
by insurance companies legally .authorized to transact business in 
each state in which their policies cover the operations of the insured 
motor carrier, except that more than one policy of insurance may be 
used in cases where, in the judgment of the Commission, the territorial 
operations of such carriers warrant separate coverage on separate 
portions of their routes or territories.’’ 


Applicant owns about 98 pieces of equipment and operates a 
regular route common carrier service between Boston, Massachusetts, 
and Providence, Rhode Island, constituting about 10 per cent of its 
gross business. The remainder of its operations consist of the trans- 
portation over irregular routes of general commodities, chiefly building 
material and supplies and petroleum products. It is stated that 95 
per cent of these latter operations are wholly within Massachusetts, 
the remaining 5 per cent being in Connecticut, New Hampshire, Ver- 
mont, Maine, New York, New Jersey, Delaware and Pennsylvania. 

In a sworn statement made a part of its application, applicant 
States that it is, and since 1928 has been, carrying insurance in the 
Service Mutual Liability Insurance Company for bodily injury to 
or the death of one person in the amount of $5,000, and of all persons 
injured or killed in one accident in the amount of $10,000. In addi- 


tion, so-called excess insurance is carried in the Security Mutual. 


Liability Insurance Co. of Chicago, Ill., for liability in excess of 
$5,000 but not more than $25,000 for injury to or death of one person 
and for liability in excess of $10,000 but not more than $50,000 for all 
persons injured or killed in any one accident. Insurance for loss or 
damage in any one accident to property of others (excluding cargo) 
In excess of $200 but not more than $5,000 is carried in the Service 
Mutual Liability Insurance Co. Insurance for loss or damage to prop- 
erty of shippers or consignees, i. e., cargo liability insurance, is car- 
ried in the Security Insurance Co. of New Haven: (1) For loss or 
damage to property carried on any one motor vehicle—$5,000; (2) for 
aggregate loss or damage to property at any one time or place—$25,000. 

The Service Mutual Liability Insurance Co. is legally authorized 
to transact business in Massachusetts only. The Security Mutual 
Liability Insurance Co. of Chicago is legally authorized to transact 
business in all states in which applicant operates except Delaware. 
The Security Insurance Co. of New Haven is legally authorized to 
transact business in each state in which applicant operates. 


Because of Rule VIII, quoted above, and other provisions of the 
Tules and regulations which we prescribed on August 3, 1936, the in- 
Surance which applicant now carries covering bodily injury or property 
damage liability will not comply with those regulations, chiefly be- 
cause the Service Mutual Liability Insurance Co. is legally authorized 
to transact business only in Massachusetts. Applicant’s cargo liability 
Insurance, however, will comply. Applicant is seeking to self-insure 
only against’ bodily injury and property damage liability, and in effect 
ls asking this authority only to cover the small percentage of its 
operations which are in states other than Massachusetts. 


The financial statement of applicant’s condition on July 31, 1936, 
Shows assets of $140,520.82. Fixed assets, including real estate and 
equipment, were $105,081.18. Current assets were $26,953.80, made 
up of $4,497.13 cash and $22,456.67 in accounts receivable and merchan- 
dise. Of the liabilities, capital stock accounted for $50,000 and sur- 





plus, for $65,863.05. Its outstanding indebtedness amounts to $16,531.87 
and other liabilities were $8,125.90. 

The application also contains exhibits purporting to show the 
sound financial condition of the Service Mutual Liability Insurance Co. 
and a record of the claims against applicant for bodily injury or 
property damage and the disposition thereof for the period January 
1, 1934, to August 29, 1936. 

To qualify as a self-insurer, a motor carrier must, under Rule V, be 
able to show ability to satisfy obligations for the liability in question 
without affecting the stability or permanency of its business. The 
obligations are those which it is reasonably conceivable may arise, 
and applicant must show ability to satisfy them without imperiling 
its financial condition. As indicated above, most of applicant’s capital 
and surplus funds are invested in real estate and equipment. It has 
a comparatively small amount of cash on hand and lacks other current 
assets which might readily be converted into cash. In other words, 
it is not now protected by any substantial margin of liquid assets. 
While it has an excellent book surplus condition, we are not satisfied 
of its ability to borrow readily and safely to meet all liability obli- 
gations which might arise. 

While the application contemplates continued insurance with the 
Service Mutual Liability Insurance Co. covering bodily injury and 
property damage liability in Massachusetts and the present excess 
insurance arrangement in states in which it operates, other than 
Delaware, so that self-insurance would relate chiefly to operations 
outside of Massachusetts which are now small in volume, there is 
no assurance that these outside operations will not expand nor that 
they might not, for this and other reasons and within the bounds of 
what is reasonably conceivable, give rise to bodily injury and property 
damage obligations very materially in excess of past experience. 
Moreover, without intending any reflection on the financial condition 
of the Service Mutual Liability Insurance Co., we do not feel that we 
should give weight, in connection with an application to self-insure, 
to insure with companies which fail in certain respects to meet the 
requirements of our rules and regulations. 

Upon the information and facts submitted, therefore, we find 
that the qualifications of the applicant are not such as would warrant 
the approval of its application for authority to self-insure. 


COMMISSION REPORTS 


Lumber 


Fourth section application No. 16134, lumber from Ten- 
nessee and Arkansas, embracing also No. 16161. By division 2. 
By fourth section order No. 12564, carriers parties to J. R. 
Peel’s I. C. C. No. 2774 and 2776 authorized in No. 16161 to 
establish on lumber and articles taking the same rates, also 
articles on which the rates are made with relation to the rates 
on lumber, from DeQueen, Ark., to points in Oklahoma, Kansas, 
Arkansas, Colorado, Iowa, Missouri, Nebraska, New Mexico, 
South Dakota, Utah, and Wyoming and Texas named in Peel’s 
I. C. C. Nos. 2774 and 2776 over routes of the DeQueen & 
Eastern and the Texas, Oklahoma & Eastern to Valiant, Okla., 
thence over the Frisco and connecting lines rates the same as 
those contemporaneously in effect from DeQueen to the same 
destinations over the route of the Kansas City Southern and 
connecting lines and to maintain higher rates from inter- 
mediate points between DeQueen and Valiant subject to circuity 
limitations and further to the conditions that the rates from 
such intermediate points shall not be increased except as 
authorized by the Commission, shall not exceed the lowest com- 
bination of rates, and shall not exceed by more than 1 cent the 
rates contemporaneously in effect from DeQueen. Authority 
sought in application No. 16134 to, establish rates from Mem- 
phis and Tower No. 3, Tenn., and Bridge Junction, Ark., to 
points in Oklahoma denied. 


Soda Ash and Caustic Soda 


No. 27100, Bergstrom Paper Co. vs. A. & B. B. et al. 
embracing also a sub number, Same vs. D. T. & I. et al. Com- 
plainant found entitled to reparation on account of rates, soda 
ash and caustic soda, Wyandotte, Mich., and Barberton, O., to 
Neenah, Wis., being unreasonable to the extent they exceeded 
the sixth class rates contemporaneously in effect from Wyan- 
dotte and Barberton to Neenah. Commissioner McManamy 
dissented in part. 


Cotton Piece Goods 


No. 27251, Salant & Salant, Inc., vs. N. C. & St. L. et al. 
By division 3. Dismissed. Applicable rates, cotton piece goods, 
less than carloads, points in Virginia, North Carolina, South 
Carolina, and Georgia to Lawrenceburg, Lexington, Paris, Mar- 
tin, and Union City, Tenn., not shown to have been or to be 
unreasonable. Applicable rates on shipments from Augusta, 
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Ga., to Martin and Union City found to have been 83 cents. 
The Commission said the shipments were charged rates of 92 
cents and were therefore overcharged. It said the overcharges 
should be refunded with interest. Shipments involved in the 
case were made since December 10, 1933. Complaint dismissed. 
Commissioner McManamy, dissenting in part, agreed that the 
assailed rates were not unreasonable but said he was of the 
opinion that for the future they would be unreasonable to the 
extent that they might exceed 50 per cent of the corresponding 
first class rates. He said the latter finding would be in accord 
with the findings in Cotton, Woolen and Knitting Factory 
Products, 211 I. C. C. 692. 


Bakery Goods 


No. 27123, Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 
By division 3. Rates, bakery goods, carloads, St. Paul, Minn., 
to Detroit, Mich., and Cincinnati, O., unduly prejudicial for 
the future to the extent that they bear or may bear a higher 
percentage relation to the first class rates from and to the 
same points than the rates on bakery goods, in carloads, con- 
temporaneously maintained from Davenport, Ia., to the same 
destinations bear or may bear to the corresponding first class 
rates. The Commission said no finding as to undue prejudice 
in the past was necessary as the evidence of special damage to 
complainant by reason of undue prejudice which might have 
existed was insufficient to justify an award of reparation. Car- 


riers required to remove the undue prejudice not later than 
February 18. 


Horses and Mules 


No. 25572, C. B. Team Mule Co. et al. vs. A. C. L. et al., 
No. 25627, Fies & Sons et al. vs. A. G. S. et al., and No. 25710, 
J. W. Patterson et al. vs. A. G. S. et al. By division 3. On 
further consideration in a supplemental report the Commission 
modified the findings in prior report, 201 I. C. C. 633, 201 I. 
C. C. 523, and 200 I. C. C. 766, so that the carriers are not 
required to maintain proportional rates on horses and mules 
to Vicksburg and Natchez, Miss., Baton Rouge and New Or- 
leans, La., from Wichita and Wichita Union Stock Yards, Kan., 
on traffic destined to points in Florida, Georgia, Kentucky, the 
Carolinas, Tennessee, and Virginia, and from points in Colo- 
rado on traffic destined to Birmingham and Montgomery, Ala. 
The railroads who asked for this modification asserted that 
the proportional rates to the Mississippi River crossings south 
of Memphis on this traffic were not being used and served 
no useful purpose. They asked for the modification in the 
interest of tariff simplification and clarification of the appli- 
cable rates. They said it was their intention to continue the 
present proportionals from Wichita and Wichita Union Stock 
Yards to the crossings below Memphis on shipments destined 
to points in Alabama, Mississippi, and Louisiana east of the 
Mississippi River, as the lowest combinations to some points 
in those states would make through the lower crossings. 


Alfalfa Seed, Etc. 


No. 25980, Idaho Grimm Alfalfa Seed Growers’ Associa- 
tion vs. A. & R. et al., and a sub-number, H. L. Hammond et 
al. vs. Same. By the Commission. Supplemental report. Find- 
ings in prior report, 216 I. C. C. 591, prescribing rates, alfalfa 
seed and red and alsike clover seed, points in Utah and Idaho 
to destinations in western trunk line and official territorjes, 
modified to permit the use of Salt Lake City, Utah, as the key 
point for Utah common points, and to permit groupings of 
origins and destination. The change was made on applica- 
tion of the railroads. 


Oats 


No. 26896, Globe Grain & Milling Co. vs. San Diego & 
Arizona Eastern et al. By division 3. Dismissed. A car- 
load of oats, composed of tonnage which originated at Cole- 
man and Ponder, Tex., transited at Waco, Tex., and refor- 
warded to San Diego, Calif., in November and December, 1931, 
not misrouted. Rates assailed found applicable, and not shown 
to have been unreasonable. 


Ground Bentonite Clay 


No. 27049, Southwestern Portland Cement Co. vs. A. T. 
& S. F. et al. By division 2. Dismissed. Rates, ground ben- 
tonite clay, Clay Spur, Wyo., to El Paso, Tex., not shown to 
have been unreasonable. Complaint was against the rates 
applied on shipments in May, 1934, and April, 1935. 


Rough Wooden Billets 


No. 27135, Hanna Manufacturing Co. vs. A. C. L. et al. 
By division 3. Dismissed. Rates, rough wooden billets, Union 
City and Gouldsboro, Pa., to Athens, Ga., not shown to have 
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been or to be unreasonable, on shipments made in 1933, 1934 
and 1935. 
Vegetables 


Fourth section application No. 16251, vegetables from 
Florida to eastern points. By division 2. Authority granted in 
fourth section order No. 12576 to parties to Pope’s I. C. C. No. 
771 to maintain present through rates, vegetables in carloads, 
points in Florida to eastern destinations, and to establish and 
maintain rates on 1-bushel, 5-peck hampers, and 1.5-bushel 
packages, in carloads, minimum 600, 480, and 400 packages, 
respectively, from points in North Carolina on the line of the 
Atlantic Coast Line in the Wilmington district, to Boston, 
Mass., rates of 24, 31.5, and 39 cents a package, respectively, 
and to New York, Philadelphia, Baltimore, and Washington, 
rates of 18, 24 and 30 cents a package, respectively, which, if 
used in connection with rates on like traffic from points in 
Florida to such North Carolina points would result in combina- 
tion rates lower than the present through rates from the 
Florida origins to the destinations named. 


Live Stock 


Fourth section application No. 16270, live stock from Ten- 
nessee and Virginia. By division 2. Parties to Carolina, Clinch- 
field & Ohio I. C. C. 139, authorized in fourth section order 
No. 12562 to establish and maintain rates, live stock, in straight 
or mixed carloads, from stations on the line of the C. C. & O,, 
Johnson City, Tenn., to, but not including St. Paul, Va., to 
destinations in the District of Columbia, Maryland, New Jersey, 
New York, Pennsylvania, Virginia and West Virginia as named 
in C. C. & O. I. C. C. 139, and to intermediate destinations to 
which rates authorized in this order to the named destinations 
will be observed as maxima under an intermediate rule over 
routes through Marion, N. C., thence the line of the Southern 
Railway and connections beyond, without observing the long- 
and-short haul part of section 4 subject to the 50 per cent 
circuity limitation. 

Tomatoes 


No. 26071, West Tennessee Shippers’ Association et al. 
vs. A. G. S. et al. By division 4. Supplemental report. On 
reconsideration prior report, 218 I. C. C. 532, modified so that 
the present finding is that the rate charged on a carload of 
tomatoes, car being MDT 144364, was inapplicable; that the 
applicable rate was $1.05, and that that rate was not unrea- 
sonable. Reparation of $11.79 with interest awarded to Walter 
Stallings. 

Wood Pulp 

No. 27321, Rainier Pulp & Paper Co. vs. East Tennessee & 
Western North Carolina et al. By division 4. Rate, two car- 
loads, wood pulp, Bemberg, Tenn., to Richmond, Va., applied 
in June, 1934, not unduly prejudicial but unreasonable to the 


extent it exceeded 21.5 cents. Reparation of $296.18 with inter- 
est awarded. 


TARIFF RULE PERMITS REVOKED 


Because, in the estimation of those members of its staff 
having to do with the handling and care of railroad tariffs, 
the carriers have abused leaves to depart from the strict re- 
quirements of tariff circular No. 20, the Commission, by Com- 
missioner Aitchison to whom the matter was referred, has 
revoked special permission No. 119220, of Oct. 7, 1932, as 
amended several times. and special permission No. 133575, of 
Feb. 20, 1934, the latest revocation being of the last mentioned 
special permission. That revocation is as of Nov. 16. 

Special permission No. 133575 waived rule 9(e) and No. 
119220 waived rules 8(f), 9(a) and 9(f). All have to do with 
the volume of supplemental matter. Tariff publishing agents, 
either because of carelessness or some other excuse, according 
to the tariff men of the Commission, failed to confine them- 
selves within the relaxed bounds of tariff publication as fixed 
by the special permits. Revocation of the special permissions 
will require them to follow the tariff circular rules without 
exceptions such as were deemed necessary to avoid expense 
in the hardest years of the depression. 












PIPE LINE VALUATION 

To the end that the records as to the physical property of 
common carriers by pipe line may be kept current, the Com- 
mission, by division 1, by supplement No. 8 to valuation order 
No. 3, has modified forms and instructions heretofore issued 
for the guidance of other sorts of common carriers so they 
will fit the forms of accounts the pipe lines observe under 
instructions from it. The revised forms and _ instructions. 
dated to be effective January 1, govern the reporting of 
changes in physical property of the pipe line carriers that have 
taken place since they made their basic valuation report, 4s 
of December 31, 1934. The order requiring the making of that 
basic report went into effect May 1, 1935. 
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Proposed Reports in I. C. C. Cases 


LIVE STOCK TO CHICAGO 


XAMINER A. S. WORTHINGTON has recommended the 

dismissal of No. 26717, Chicago Live Stock Exchange vs. 
Abilene & Southern et al., and No. 26935, Agar Packing & Pro- 
vision Co. et al. vs. Alton et al., on findings that the rates on 
live stock, from points in the western district to Chicago and 
East St. Louis, Ill., and St. Louis, Mo., are not unreasonable or 
otherwise unlawful; also that the rates on live stock from 
points in the western district to the Union Stock Yards, at Chi- 
cago, and via those yards to destinations in trunk line and New 
England territories, are not unduly prejudicial or unjustly dis- 
criminatory, 

The stock yards complaint alleged that the rates on or- 
dinary live stock from western trunk line territory to Union 
Stock Yards were in violation of section 1; that the carload rates 
from western trunk line territory via Chicago to central terri- 
tory east of the Indiana-Illinois state line, trunk line and New 
England territories, lower on live stock which avoided Union 
Stock Yards, than on live stock which moved via the stock 
yards were unduly discriminatory and preferential in violation 
of sections 2 and 3; and that the assessing of lower carload 
rates on meats from western trunk line territory to the Chicago 
district and to points east thereof than on live stock unduly pre- 
ferred western slaughterers and unduly prejudiced complainant 
in violation of section 3. 


The complainants in No. 26935 were Agar Packing & 
Provision Co., P. Brennan Co., Illinois Meat Co., and the 
Hygrade Food Products Corporation, with slaughtering estab- 
lishments at Chicago, Ill.; the Hunter Packing Co., and the 
Krey Packing Co. with slaughtering establishments at East St. 
Louis, Ill., and St. Louis, Mo., respectively. They alleged that 
the rates on live stock from various points in Nebraska, Iowa, 
Minnesota, South Dakota, Kansas, and Missouri to Chicago, 
East St. Louis, and St. Louis, were unreasonable and unduly 
prejudicial. 

The examiners said that the propriety of the terminal 
charge of $2.70 a car at Chicago, which was a factor in the total 
charges, was now before the Commission in another case. The 
rates under consideration in these cases were those prescribed in 
Live Stock—Western District Rates, 176 I. C. C. 1, while the 
rates in official territory under consideration in these cases were 
governed largely by the decision in Eastern Live Stock Case, 
36 I. C. C. 675, and Eastern Live Stock Cases of 1926, 144 I. C. C. 
731, and 165 I. C. C. 277. 


REFRIGERATION ON FRUITS, ETC. 


A reduction in refrigeration charges on fruits, vegetables, 
berries and melons from points in Florida, Georgia, the Caro- 
linas, and Virginia to destinations in Central Freight Association 
Territory, including the Buffalo-Pittsburgh zone, has been 
recommended by Director of Service William P. Bartel and 
Examiner F. L. Sharp, in No. 17936, in re refrigeration charges 
on fruits, vegetables, berries, and melons from the south, and 
No. 24984, Growers’ & Shippers’ League of Florida et al. vs. 
A. C. L. et al. The recommendation is based on further hear- 
ing testimony. 

This investigation was instituted in 1926. The first report 
was made in 151 I. C. C. 649. In this report, unless otherwise 
specifically indicated, the term “first report’ was to be under- 
stood to include the report on further hearing, 172 I. C. C. 3, 
— was made February 3, 1931, following the reopening of 
the case. 


Because of the limitation of the record, caused by the fact 
that the data were gathered by the Commission men by observ- 
ing the traffic that passed through Potomac Yard, Va., the 
findings in the first report were restricted to charges for service 
from the origin territory concerned to destinations in trunk 
line and New England territories, said this report. The Com- 
mission said, however, that it would not be difficult for the 
railroads to adjust their charges for service to destinations 
in central territory in line with its findings and that they 
should do so. Respondents, according to this report, were of 
the opinion that they lacked sufficient data to enable them to 
comply with the Commission’s direction and took no action to 
that end. 

Representations made by shippers, following the failure 
of the railroads to make a revision in central territory, caused 


the Commission to reopen this case for the purpose of further 
investigation and the reception of further evidence. Hearing, 
however, was postponed until early in 1935, pending the con- 
clusion of the general investigation of refrigeration charges 
made in No. 20769, Charges for Protective Service to Perish- 
able Freight, 215 I. C. C. 684, which was instituted by the Com- 
mission in March, 1928. 

In their conclusion, Messrs. Bartel and Sharp said that the 
Commission should find that the assailed refrigeration charges 
on citrus fruits and vegetables from Florida group B origin 
points to destinations in central territory, including the Buffalo- 
Pittsburgh zone, had been and were unreasonable to the extent 
that the charges to points in the $70 destination groups had 
exceeded or exceeded $65, to the extent that the charges to 
points in the $72 destination groups had exceeded or exceeded 
$68, and to the extent that charges to points in the $74.50, $76.50 
and $81 destinations groups had exceeded or exceeded $71.50. 

In the proceeding initiated by the Commission the examin- 
ers took testimony as to the interest on the investment of the 
carriers of the property needed in the performance of refrigera- 
tion services, taxes, supervision, cost of ice, haulage of ice. 
switching, bunker repairs, hazard, station and auditors account- 
ing and the charges for section B refrigeration services. 

Florida growers, shippers, and marketers of citrus fruits, 
vegetables, berries, and melons, alleged in substance in No, 
24984 that by reason of the failure of carriers to readjust the 
standard refrigeration charges applicable from points in Florida 
to destinations in central territory in accordance with the sug- 
gestions in the first report in this case, the charges for refriger- 
ation service on citrus fruits, vegetables, berries, and melons 
had been and were unjust and unreasonable. They asked for 
new rates and reparation. The report writers said that charges 
for standard refrigeration service on citrus fruits and vege- 
tables assailed in the formal complaint should be found unrea- 
sonable and that certain complainants and interveners were 
entitled to reparation on the making of further proof with 
respect to shipments from the Florida group B points. They 
said that the evidence as to charges assailed on melons and 
berries was insufficient to warrant a conclusion. 


PROPOSED REPORTS 


Fresh Vegetables 


No. 27093, Chase & Co., Inc., et al. vs. A. C. L. et al. By 
Examiner R. L. Shanafelt. Dismissal proposed. Rates, fresh 
vegetables, straight and mixed carloads, points in Florida to 
points in the United States east of the Rocky Mountains, pro- 
posed to be found not to have been in violation of sections 1, 2, 
3 and 6, shipments involved being made between October 26, 
1931, and September 4, 1934. 


Wool and Noils 


No. 27460, Dunn,Woolen Co. vs. Baltimore & Ohio. By 
Examiner J. Edgar Smith. Dismissal proposed. Rates, second 
class, scoured wool and noils, Philadelphia, Pa., to Martins- 
burg, W. Va., proposed to be found not unjust or unreasonable, 
or unduly prejudicial, the examiner saying that the prejudice 
about which complaint was made was not undue because beyond 
the a of the Baltimore & Ohio, it not being the rate-mak- 
ing line. 


COMMISSION ORDERS 


No, 11950, Minnesota & Ontario Paper Co. et al. vs. Northern 
Pacific et al.; No. 11981, Lake Superior Paper Co. et al. vs. A. & 
W. et al.; No. 12108, Wisconsin Traffic Association vs. C. & N. W. 
et al.; No, 11836, Wichita Board of Commerce et al. vs. Diréctor 
General, as agent et al.; No. 11846, Oklahoma Publishing Co. et al. vs. 
Director General, as agent et al., and a sub-number thereunder, Times 
Publishing Co. et al. vs. Same; No. 11864, Oklahoma Paper Co. et al. 
vs. Director General, as agent et al.; No. 11028, Lake Superior Paper 
Co. et al. vs. Director General, as agent et al. Ordering paragraph of 
the order entered herein on October 12 amended to read as follows: 
Order entered in the above-entitled proceeding on March 14, 1922, as 
subsequently modified further modified by vacating the maintenance 
provision of said order so far as it requires the maintenance of rates 
to Mississippi Valley destinations. 

No, 27298, Bunker Hill & Sullivan Mining & Concentrating Co. vs. 
Chamberlin Steamship Co., Ltd., et al. Complaint dismissed for want 
of prosecution. 

No, 27403, Great Lakes Coal & Coke Co. vs. Alton et al., and a 
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sub-number thereunder, Same vs. Same. Complaints dismissed at 
the request of complainant. 

No. 27447, Stewart-Warner Corporation vs. N. Y. C. et al. Com- 
plaint dismissed at the request of complainant. 

No. 27523, Monolith Portland Midwest Co. vs. Santa Fe Northwest- 
ern et al. At the request of complainant complaint ordered dismissed. 

No. 27529, Ideal Cement Co. vs. A. T. & S. F. et al. Consolidated 
Cement Corporation and Trinity Portland Cement Co. permitted to 
intervene. 

No. 24145, Wishnatzki & Nathel et al. vs. Railway Express Agency, 
Inc., et al., and No. 24671, Caruso, Rinella, Battaglia Co. et al. vs. 
Same. Proceedings reopened for further hearing for the purpose of 
determining the amounts of reparation due complainants and inter- 
veners under the Commission’s findings in R. W. Burch, Inc., vs. Rail- 
way Express Agency, Inc., 197 I. C. C. 85. 

No. 27248, Hutton & Bourbonnais Co. vs. Southern et al. Com- 
plaint dismissed at the request of complainant. 

No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al., 
a sub-number thereunder, Frankfort Chamber of Commerce vs. Same; 
No. 21665, North Carolina Corporation Commission vs. A. C. & Y., and 
a sub-number thereunder, Southside Virginia Just Freight Rate As- 
sociation vs. A. C. L. et al. So far as rates prescribed in the orders 
of December 9, 1935, as amended, have not heretofore been published, 
the effective date of these orders further postponed until February 
3, 1937. In all other respects said orders as amended shall continue 
in effect until the further order of the Commission. 

No. 26488, East Tennessee Border Traffic Association vs. A. C. & 
Y. et al., and No. 7865, Chamber of Commerce of Johnson City, Tenn., 
vs. Southern et al. So far as rates prescribed in order of February 4, 
1936, as amended, have not heretofore been published, the effective 
date of the order further postponed until February 3, 1937. In all 
other respects said order, as amended, shall continue in effect until 
the further order of the Commission. 

No. 9922, Lake Charles Rice Milling Co. vs. A. & N. et al. Pro- 
ceeding reopened for reconsideration. 

No. 26224, Lane Co. vs. Virginian Railway Co., and two sub-numbers 
thereunder, Same vs. Same and Same vs. Same. Petition of complain- 
ant for reconsideration by and oral argument before the entire Com- 
mission, denied. 

No. 27510, Weyerhaeuser Timber Co. vs. Pennsylvania et al., and 
No. 27511, Weyerhaeuser Steamship Co. vs. Pennsylvania et al. Re- 
quest of counsel for complainants for the Commission to issue a sub- 
poena duces tecum requiring William H. Whitehead, comptroller, 
Reading Co., to produce certain records and documents of the Reading 
Co, at the hearing, denied. 

No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association vs. 
A. & R. et al., and a sub-number thereunder, H. L. Hammond et al. 
vs. Same et al. Order of July 13, as subsequently modified to become 
effective on December 17 further modified to become effective on 
January 16, 1937, on not less than 30 days’ notice instead of December 
17. 

Finance No. 10668, joint application of Durham & South Carolina 
Railroad Co. and M. S. Hawkins and L. H. Windholz, receivers of 
Norfolk Southern for authority to construct a line of railroad in Dur- 
ham county, N. C. Order of March 4, dismissing application, vacated 
and set aside and the case reopened for further proceeding. 

No. 27574, Coal Trade Association of Indiana vs. Algers, Winslow 
& Western et al. Eddy Paper Corporation permitted to intervene. 





FINANCE APPLICATIONS 

Finance No. 11409, Toledo & Cincinnati Railroad Co., asks authority 
to issue and dispose $1,892,000 of first and refunding mortgage 6 per 
cent bonds, series C in refundment of a like amount of Cincinnati, 
Hamilton & Dayton second mortgage 4% per cent bonds maturing 
January 1, 1937. The bonds will be delivered to the Baltimore & Ohio, 
the parent company, in reimbursement of funds advanced or expendi- 
tures made by that company for account of applicant in retirement of 
the C. H. & D. bonds. Applicant is successor in title to the property 
rights and franchises of the C. H. & D. subject to the lien of the second 
mortgage bonds. 

Finance No. 11410. Baltimore & Ohio Railroad Co., asks authority 
to issue $1,892,000 of its Toledo-Cincinnati division first lien and re- 
funding mortgage bonds and an equal amount of its refunding and 
general mortgage bonds, each issue bearing 6 per cent interest. Appli- 
cant, referring to authority sought in Finance No. 11409 by the Toledo 
& Cincinnati, said that when it received the Toledo & Cincinnati bonds 
they would be deposited and pledged under applicant's Toledo-Cin- 
cinnati division first lien and refunding mortgage and against which 
deposit and pledge applicant proposed to issue $1,892,000 of bonds and 
to pledge them under applicant's refunding and general mortgage. 
The proposed refunding and general mortgage bonds will be used as 
collateral security for short term notes. 

Finance No. 9498, supplemental. Ashley, Drew & Northern Rail- 
way Co., asks the Commission to modify its certificates of August 4, 
1932, and August 5, 1935, in this case so as to permit accrual of interest 
on the open account with Crossett Lumber Co. and that any require- 
ment for payment of interest on the open account be deferred during 
the life of the RFC loan which is the subject matter of this applica- 
tion. 

Finance No. 11412. Kansas City Southern Railway Co. asks au- 
thority to guarantee the payment of an issue of $3,195,000 of its 3 per 
cent equipment trust certificates, the proceeds of which are to be used 
in making deferred payments on purchases of equipment consisting 
of 10 freight locomotives; 800 all steel 100,000 pound capacity box 
cars; 100 all steel, 70 ton capacity, hopper-bottom coal cars; 4 steel 


passenger coaches, and 1 steel dining car, at an estimated cost of 


Finance No. 11413. Chicago & North Western, by Charles P. 
Megan, its trustee, asks authority to abandon a part of the so-called 
Kasota branch extending from Burdette to Breen’s Spur, Kasota, 
Minn., about 5 miles long. A concrete highway parallels the branch, 
and there is no prospect for adequate future traffic, according to the 
application. 

No. 11414. Minneapolis, Northfield & Southern Railway asks 
authority to issue $46,800 of common capital stock which is to be 
issued to the present holders of 7 per cent cumulative preferred stock 
share for share, the preferred stock to be canceled. 

Finance No. 10421, supplemental. Gulf, Mobile & Northern asks 
authority to refund, at a lower dividend rate, equipment trust certifi- 
cates amounting to $1,440,000. The new rate is 2% per cent in place of 
4 per cent. The carrier also proposes to acquire additional equipment 
consisting of 250 standard AAR fifty-ton capacity box cars with steel 
underframe at an estimated cost of $2,450 each; 50 fifty-ton steel under- 
frame automobile cars at an estimated cost of $2,685 for cars not 
equipped with loaders and $3,235 for cars equipped with loaders; 100 
fifty-ton gondola cars at a cost of $2,000 each; and one all-steel motor 
unit approximately 80 feet long divided into three compartments, one 
carrying a Diesel engine power plant, one to be used for mail and one 
for baggage and express, to cost approximately $120,000; and two all- 
steel passenger coaches to cost approximately $45,000 each. 

Finance 11415. Tennessee Central Railway Co. asks authority to 
issue and pledge and repledge from time to time as collateral security 
for loans from the RFC 30-year 4 per cent coupon bonds, totaling $5,- 
500,000 the proceeds of the loan to be used to call $3,410,000 first mort- 
gage bonds on April 1, 1937, at $105, to purchase first mortgage bonds of 
the Nashville Terminal Company for $900,000; to pay a note to the 
RFC, thereby releasing $120,000 first mortgage bonds at a cost of $147,- 
700 and carry out certain other transactions creating a total disburse- 
ment of $4,826,139.15, leaving an estimated balance to be placed in its 
treasury of $173,860.85. 

Finance 11417. Illinois Central Railroad Co. asks approval of a 
loan of $10,000,000 from the RFC to be available May 31, 1937. The 
loan is desired on account of the falling due on June 1 of an issue 
of $12,500,000 Illinois Central three year 6 per cent notes, the carrfer 
proposing to make other provision for the remaining $2,500,000 of the 
loan. 

Finance 11418. Chicago, St. Louis & New Orleans Railroad Co. 
asks authority to issue a demand note or notes to the Illinois Central 
aggregating $20,000,000 with interest at 4 per cent. To evidence a 
part of the applicant's indebtedness to the [Illinois Central for ex- 
penditures made for construction, improvements, additions and better- 
ments. The Illinois Central is the owner of all the applicant’s out- 
standing stock totaling $10,000,000, par value. 

Finance 11419. Dubuque & Sioux City Railroad Co. asks authority 
to issue and deliver to the Illinois Central a demand note of $1,500,000 
with interest at 4 per cent in liquidation of part of the indebtedness 
of the applicant to the Illinois Central on open account between the 
applicant and the Illinois Central, the latter being the owner of all its 
outstanding capital stock. 

Finance 11420. Kensington & Eastern Railroad Co. asks authority 
to issue and deliver a demand note or notes for $1,500,000 to the IIli- 
nois Central in liquidation of indebtedness, the Illinois Central owning 
all the applicant’s capital stock. 

Finance 11421. South Chicago Railroad Co. asks authority to issue 
and deliver a note or notes aggregating $1,150,000 with interést at 
4 per cent to the Illinois Central, the owner of its capital stock. 

Finance 11422, Golconda Northern Railway asks authority to 
issue and deliver a demand note for $800,000 with interest at 4 per 
cent to the Illinois Central, the owner of its stock. 

Finance 11423. Benton Southern Railroad Co. asks authority to 
issue and deliver demand note for $680,000 with interest at 4 per cent, 
to the Illinois Central. 

Finance 11424. Blue Island Railroad Co. asks authority to issue 
and deliver a demand note for $530,000, with interest at 4 per cent, 
to the Illinois Central. 

Finance 11425. Bloomington Southern Railroad Co. asks authority 
to issue and deliver to the Illinois Central a demand note for $250,000, 
with 4 per cent interest. 

Finance 11426. Fredonia & Reeds Railroad Co. asks authority to 
issue a demand note for $30,000, with 4 per cent interest and deliver 
to the Illinois Central. 

Finance 11427, Durham & Southern Railway Co. asks authority 
for joint operation with the Durham & South Carolina Railroad Co. 
over tracks of the latter between the present junction of the Durham 
& Southern and Durham & South Carolina to a point where the tracks 
of the Durham & South Carolina intersect the spur or industrial track 
of the American Tobacco Co., at Durham, N. C., a distance of approxi- 
mately 1.9 miles. 

Chesapeake & Ohio Railway Company asks authority to issue not 
exceeding $15,315,500 of preference stock, series A, of the par value 
of $100 a share, and necessary scrip certificates, as a stock dividend 
to be distributed pro rata to its common stockholders. The dividend 
is to be paid January 11, 1937, to its common stock holders of record 
at the close of business on December 15. The new preference stock 
is to be four per cent noncumulative. The dividend is being declared 
at the rate of $2 a share on the outstanding $25 par value common 
stock and $8 a share on the $100 par value common stock. 





c. R. |. & P. REORGANIZATION 
The Commission in Finance No. 10028, Chicago, Rock Is- 
land & Pacific Railway Co. reorganization, has permitted 
Bankers Trust Co. and R. Gregory Page, as trustees under 


the general gold bond mortgage dated January 1, 1898, of the 
C. R. I. & P. to intervene. 
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RATE CHANGE PROPOSALS 


The Commission has reopened Ex Parte No. 115, in the 
matter of increases in freight rates and charges, announcing 
the reopening November 19, in connection with an announce- 
ment that it had denied the petition of the carriers around 
which it had built Ex Parte No. 118, petition of Class I rail- 
roads for modification of outstanding rate orders and for fourth 
section relief. Hearings are to be begun in reopened Ex Parte 
No. 115 at Washington January 6, before Commissioner Aitchi- 
son. 

Stripped of technicalities, the fact about the Commission’s 
two acts is that it has instituted an advanced rate case in 
which the essential question is as to how much, if any, of 
the emergency charges allowed by the various reports in Ex 
Parte No. 115, shall be incorporated in the permanent rate 
structure. The Commission abandoned the costly and cum- 
bersome procedure that seemed to be indicated by what it had 
done in instituting Ex Parte No. 118. That proceeding has 
been discontinued. 

At the time the two acts herein mentioned were announced 
it was the understanding among Commission men that the 
Class I railroads would ask for a continuance of the Ex Parte 
No. 115 emergency charges or surcharges as they are more 
commonly called, until a decision had been made in reopened 
Ex Parte No. 115. 

The railroads were constrained to the course they took 
that resulted in the creation of Ex Parte No. 118 by the denial 
of their petition, filed July 27, three days thereafter. In the 
petition denied July 30 they asked for modification of out- 
standing orders and for other relief to enable them to publish 
and file tariffs translating the existing emergency charges into 
permanent rates. 

The order reopening Ex Parte No. 115, which has the 
effect of substituting that proceeding for the discontinued Ex 
Parte No. 118, follows: 


Upon consideration of the petition of Class I railroads for the modi- 
fication of certain outstanding rate orders and for fourth-section relief, 
dated and filed with the Commission on October 23, 1936, docketed as 
Ex Parte No. 118: 

It is ordered, That this proceeding be, and it is hereby, reopened 
for further hearing with respect to the lawfulness and propriety of 
existing basic freight rates of all carriers by rail or water subject to 
the Interstate Commerce Act as proposed to be increased in the man- 
ner and the amounts indicated in the petition referred to in the fore- 
going paragraph, at the office of the Interstate Commerce Commission 
in Washington, D. C., January 6, 1937, 10 o’clock A. M., standard time, 
before Commissioner Aitchison. 

It is further ordered, That a copy of this order be served upon each 
earrier by rail or water subject to the interstate commerce act and 
upon each state, and that notice be given to the public by posting a copy 
in the office of the Secretary 6f the Commission. 


The order discontinuing Ex Parte No. 118 and transferring 
its contents to Ex Parte No. 115 to the extent indicated, fol- 
lows: 


Upon consideration of the petition of class I railroads for the 
modification of certain outstanding rate orders and for fourth-section 
relief, dated October 23, 1936, and of the replies thereto: 

It is ordered, That said petition to the extent that it seeks modi- 
fication of outstanding orders and fourth-section relief forthwith be, 
and it is hereby, denied without prejudice to such modification and 
relief as may be deemed proper after hearing as to the lawfulness and 
propriety of the increased rates proposed in said petition. 

It is further ordered, That to the extent that said petition proposes 
increases in existing freight rates the issues as to the lawfulness and 
propriety of such rates as so increased be, and they are hereby, trans- 
ferred to docket Ex Parte No. 115 for hearing and decision. 

And it is further ordered, That this proceeding be, and it is hereby, 
discontinued. 


In explanation of what had been done in Ex Parte No. 118, 
Secretary McGinty issued the following: 


On October 23, 1936, the Commission entered an order docketed 
under the above caption, permitting the filing of replies by interested 
parties to the petition of the carriers in the above-entitled proceeding, 
and fixing November 7, 1936, as the final date for such filing. 

About 300 replies to the petition have been received. Upon con- 
sideration of the petition and the replies the Commission has deter- 
mined that the petition of the carriers, in so far as it prays for modi- 
fication of outstanding orders to the extent necessary to permit the fil- 
ing of rates described in exhibit 2 attached to the petition, should not 
be granted at present upon the mere assertions of the petition and the 
replies thereto, but should be further heard before it is finally deter- 
mined, for the following reasons: (1) The modification desired would 
amount to abrogation of the maintenance clauses of the orders, and it 
is believed that such action should not be taken except after inter- 
ested parties have had a hearing upon the merits of the proposals of 
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the rail carriers; (2) The expense to the carriers of publishing tariffs 
and supplements merely embodying the rate changes outlined in exhibit 
2 and the expense to the Commission of preparing and serving suspen- 
sion orders relating to such rate changes would be very great and the 
labor involved might serve no useful end; and (3) The decision of the 
multitude of investigation and suspension proceedings within the maxi- 
mum suspension period would impose an administrative burden which 
can be avoided by the course herein indicated. 

Treating the railroads’ petition broadly, and as seeking ultimate 
approval as lawful of the specified new rates sought to be initiated, 
the Commission is of the view that the petitioners should be accorded 
as prompt a hearing as is possible on the issues so raised. It has 
therefore been decided to reopen Ex Parte No. 115 for further hearing 
as to the questions raised in the petition docketed as Ex Parte No. 118. 
The reopening of that proceeding has been decided upon in order to 
relieve carriers, shippers, and others who already have made extensive 
presentations in that proceeding from being required virtually to dupli- 
cate evidence of comparatively recent date. As an additional means 
of expediting the hearings any interested party will be permitted to 
submit relevant and material evidence in the form of a sworn state- 
ment, subject to the right of adverse parties to require the presence of 
affiant for the purpose of cross-examination based on such verified state- 
ments. This is substantially the procedure provided in rule 48 of the 
Rules in Equity to be followed in patent and trademark cases, and was 
the procedure followed in the Fifteen Per Cent Case, 1931, 191 I. C. C. 
361. 

The initial hearing for the purpose of receiving testimony from 
the railroads in support of their petition is assigned at the office of the 
Commission in Washington, D. C., January 6, 1937, 10 o’clock a. m. 
before Commissioner Aitchison, and subsequent hearings will be an- 
nounced later. It is to be understood that all ancillary and connected 
applications under the fourth and sixth sections of the act will be 
heard at the same time. 


Pacific and Intermountain Revisions 


The railroads’ suggestions for revision in rates in Pacific 
coast territory and intermountain territory, referred to in 
item 186 of their additional rate revision proposal, published 
in the Traffic World, Nov. 14, p. 941, have been completed. The 
text of these further proposals follows: 


SECTION NO. 1—PART A 


Between points in North Pacific Coast Freight Bureau territory 
also between points in North Pacific Coast Freight Bureau Territory 
on the one hand and all other interstate points on the other hand except 
as otherwise provided in Section 1—Part B and Section 3—Part A. 


Commodity Commodity rates increase 
Asphalt—1 cent per 100 lbs. (holding Class D as maximum) 
Beverages—10% 

Brick—1 cent per 100 Ibs. 

Building & Roofing Materials—10%, maximum 2 cents per 100 Ibs. 
Canned Goods—10%, maximum 2 cents per 100 lbs. 

Cans, Tin—10%, maximum 5 cents per 100 lbs. 

Coffee—10%, maximum 3 cents per 100 lbs. 

Contractors’ Outfits—10%, maximum 5 cents per 100 Ibs. 
Creosote Oil—10%, maximum 5 cents per 100 Ibs. 

Drugs & Medicines—10%, maximum 5 cents per 100 Ibs. 
Fertilizer, Manufactured—1 cent per 100 lbs. 

Fruit & Vegetables, Dried—10%, maximum 5 cents per 100 Ibs. 
Furniture—10%, maximum 5 cents per 100 lbs. 
Glassware—10%, maximum 5 cents per 100 lbs. 

Hides & Pelts—10%, maximum 3 cents per 100 lbs. 

Ice—10%, maximum 5 cents per 100 lbs. 

Insecticides & Fungicides—10%, maximum 5 cents per 100 Ibs. 
Iron & Steel—1 cent per 100 lbs. 

Junk—10%, maximum 2 cents per 100 lbs. 

Lime & Plaster—1 cent per 100 lbs. 

Lime Rock—10%, maxtmum 1 cent per 100 Ibs. 

Lignin Liquor—1 cent per 100 Ibs. 

Machinery—10%, maximum 5 cents per 100 Ibs. 

Malt—10%, maximum 2 cents per 100 lbs. 

Matches—10%, maximum 5 cents per 100 lbs. 

Meats, Fresh—10%, maximum 4 cents per 100 lbs. 

Nursery Stock—10%, maximum 5 cents per 100 Ibs. 

Packing House Products—10%, maximum 4 cents per 100 Ibs. 
Paint—10%, maximum 5 cents per 100 lbs. 

Paper & Paper Articles, except Newsprint—2 cents per 100 Ibs. 
Plumbers’ Goods—10%, maximum 5 cents per 100 Ibs. 

Rails & Fastenings, 2nd-Hand—1 cent per 100 Ibs. 

Road Oil—1 cent per 100 lbs. (Holding Class D as maximum) 
Seeds—10%, maximum 5 cents per 100 lbs. 

Soap & Soap Compounds—10%, maximum 5 cents per 100 Ibs. 
Sulphur—10%, maximum 2 cents per 100 Ibs. 

Sugar—10%, maximum 3 cents per 100 lbs. 

Vinegar & Cider—10%, maximum 2 cents per 100 Ibs. 
Woodenware—10%, maximum 5 cents per 100 Ibs. 
Woodpulp—1 cent per 100 Ibs. 

Wheels & Axles, Car—10%, maximum 1 cent per 100 Ibs. 


SECTION NO. 1—PART B 
Between points in North Pacific Coast Freight Bureau Territory on 
the one hand and Pacific Freight Tariff Bureau (South Coast) Terri- 
tory on the other hand. 


Commodity Commodity rates increase 
Acid, Muriatic, etc.—5 cents per 100 Ibs. 
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Acid, Nitric, Sulphuric—1 cent per 100 lbs. 
Alcohol—5 cents per 100 Ibs. 

Asphalt & Road Oil-—1 cent per 100 lbs. 
Baskets, Fruit & Vegetables, Shipping—5 cents per 100 Ibs. 
Bakery Goods—5 cents per 100 lbs. 

Beverages—3 cents per 100 Ibs. 

Belting, Leather—5 cents per 100 Ibs. 

Belting—5 cents per 100 lbs. 

Biotite Mica—2 cents per 100 lbs. 

Boilers, range, etc.—5 cents per 100 Ibs. 

Boiler & Pipe Covering—5 cents per 100 Ibs. 

Borax, Boracic Acid—5 cents per 100 Ibs. 

Cans, fibre board—5 cents per 100 lbs. 

Cans, tin—5 cents per 100 Ibs. 

Carriers Ret’d.—5 cents per 100 Ibs. 

Cereals—3% cents per 100 Ibs. 

Cement (all rates)—1 cent per 100 Ibs. 

Cinders, Iron Pyrites—1 cent per 100 lbs. 

Clay Products, etc.—1 cent per 100 Ibs. 

Coal & Coal Briquettes—10 cents per ton 

Coke—10 cents per ton 

Coffee—3 cents per 100 Ibs. 

Confectionery—5 cents per 100 Ibs. 

Copper Carbonate—5 cents per 100 Ibs. 

Copper Salts—5 cents per 100 lbs. 

Cordage—5 cents per 100 Ibs. 

Cotton Linters, etc.—3 cents per 100 Ibs. 

Dairy Products, Eggs & Poultry, etc.—5 cents per 100 lbs. 
Dry Kiln Outfits—5 cents per 100 lbs. 

Earth, Infusorial—2 cents per 100 lbs. 

Eggs, Desiccated & Frozen—5 cents per 100 lbs. 

Pea Screenings—1 cent per 100 Ibs. 

Fertilizer & Glue Stock—5 cents per 100 Ibs. 
Fluorspar—2 cents per 100 lbs. 

Fruits & Vegetables, dried—5 cents per 100 lbs. 
Furniture & Furniture Parts—5 cents per 100 Ibs. 

Gas, Acetylene, Oxygen or Carbonic—5 cents per 100 Ibs. 
Anhydrous Ammonia—5 cents per 100 Ibs. 

Gas Liquid Creotin Sulphur Dioxide—5 cents per 100 lbs. 
Glass—5 cents per 100 Ibs. 

Glassware (Bottles, Jars, etc.)—2 cents per 100 lbs. 

Glue Stock—5 cents per 100 lbs. 

Glycerine—3% cents per 100 lbs. 

Grease & Tallow—3 cents per 100 Ibs. 

Orchard Heaters, etc.—5 cents per 100 Ibs. 

Household Goods—5 cents per 100 Ibs. 

Ink, Printing—5 cents per 100 lbs. 





Insecticides & Fungicides—10%, maximum 5 cents per 100 Ibs. 


Grinding Balls—1 cent per 100 Ibs. 
Hides—3 cents per 100 Ibs. 

Insulation Material—5 cents per 100 Ibs. 
Juice, Grape or Apple—3 cents per 100 Ibs. 
Junk—2 cents per 100 Ibs. 

Scrap Metal—2 cents per 100 lbs. 

Iron & Steel Articles—1 cent per 100 lbs. 
Lead & Zinc Smelter Products—-244 cents per 100 Ibs. 
Lime, Common—1 cent per 100 lbs. 

Lime, Rock Crushed—1 cent per 100 Ibs. 
Machinery—5 cents per 100 Ibs. 


Magnesite—2 cents per 100 lbs. 
Malt—2 cents per 100 Ibs. 
Matches—5 cents per 100 Ibs. 


Mica, Scrap—2 cents per 100 lbs. 
Molasses, Blackstrap—1 cent per 100 lbs. 
Moss, Packing—5 cents per 100 lbs. 
Nuts, edible—5 cents per 100 lbs. 

Oil, Cottonseed—3 cents per 100 Ibs. 
Oil—10%, maximum 3 cents per 100 Ibs. 
Oil and Oil Foots—3 cents per 100 Ibs. 
Oil, Creosote—3% cents per 100 lbs. 

Oil, Spray Base—1 cent per 100 lbs. 
Petroleum Products—1 cent per 100 lbs. 
Liquefied Petroleum Gas—1 cent per 100 Ibs. 





Outfits, oCntractors’—5 cents per 100 lbs. 
P H P—4 cents per 100 Ibs. 

Paint—5 cents per 100 lbs. 

Paper, except Newsprint—2 cents per 100 Ibs. 
Paint, continued—2 cents per 100 Ibs. 
Pitch—1 cent per 100 lbs. 

Plaster—1 cent per 100 Ibs. 

Plaster Board—2 cents per 100 Ibs. 
Plumbers’ Goods—5 cents per 100 lbs. 
Refrigerators—5 cents per 100 lbs. 
Roofing—2 cents per 100 lbs. 

Rubber Goods—5 cents per 100 lbs. 
Rubber, Scrap—2 cents per 100 Ibs. 
Plaster Sacks, ret’'d.—2 cents per 100 Ibs. 
Salt Cake—2 cents per 100 Ibs. 

Sand—% cent per 100 lbs. 

Seed—5 cents per 100 lbs. 

Rosin, Sizing—3 cents per 100 lbs. 
Soap—5 cents per 100 lbs. 

Soda Products—2 cents per 100 Ibs. 
Springs—5 cents per 100 lbs. 
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Stearine—3 cents per 100 lbs. 
Stone, rough or dressed—1 cent per 100 lbs. 
Stone, carved, polished, etc—3 cents per 100 lbs. 
Onyx—3 cents per 100 Ibs. 

Pumice Stone—1 cent per 100 Ibs. 

Sand Stone—1 cent per 100 Ibs. 

Sulphur—2 cents per 100 lbs. 

Sulphur Dioxide—5 cents per 100 lbs. 

Talc, Crude—2 cents per 100 lbs. 

Tar, Coal—1 cent per 100 lbs. 

Targets, Clay—5 cents per 100 Ibs. 

Tea & Tea Dust—5 cents per 100 Ibs. 

Tile, Roofing—1 cent per 100 lbs. 

Tin Ware—5 cents per 100 lbs. 

Trona—2 cents per 100 Ibs. 

Vinegar & Cider—2 cents per 100 lbs. 
Wallboard—2 cents per 100 Ibs. 

Wax, Paraffine—1 cent per 100 lbs. 

Wine—3 cents per 100 lbs. 

Wire Goods—2 cents per 100 Ibs. 
Woodenware—5 cents per 100 lbs. 


SECTION 2 
Between points in Pacific Freight Tariff Bureau territory (South 
coast), also between points in Pacific Freight Tariff Bureau territory 
(South coast) on the one hand and all other interstate points on the 


other hand, except as provided in Sections Nos. 1 and Section No. 3— 
Part A. 


Commodity Commodity Rates Increase 

Acid, Muriatic, in tank cars—10%, maximum 5 cents per 100 lbs. 

Acid, Sulphuric—7%, maximum 3 cents per 100 lbs. 

Alumina, Sulphate of—7%, maximum 5 cents per 100 lbs. 

Asphalt—1 cent per 100 pounds. 

Bagging—7%, maximum 3 cents per 100 lbs. 

Benzol (Benzine), in packages or in tank cars—1 cent per 100 lbs. 

Beverages, viz.: Water, mineral, in tank cars—7%, maximum 3 cents 
per 100 lbs. 

Boxes, Water Meter (cement)—7%, minimum 5 cents per 100 lbs. 

Butter—7%, maximum 5 cents per 100 pounds. 

Canned Goods—7%, maximum 5 cents per 100 pounds. 

Cans, Tin—7%, maximum 5 cents per 100 lbs. 

Carbon Briquettes, Coal Briquettes—10 cents per ton of 2,000 lbs. 

Cement—1 cent per 100 lbs. 

Cheese—7%, maximum 5 cents per 100 lbs. 

Cider and Apple Juice—7%, maximum 3 cents per 100 lbs. 

Cinders, Volcanic (suitable chiefly for ballast)—7%, maximum 2 cents 
per 100 lbs. 

Clay and Clay Products—7%, maximum 1 cent per 100 lbs. 

Clay Products, viz.: Terra Cotta, Building—7%, maximum 2 cents per 
100 Ibs. 

Coal—10 cents per ton of 2,000 lbs. 

Granite, not Polished—7%, maximum 2 cents per 100 lbs. 

Granite, Polished—7%, maximum 3 cents per 100 pounds. 

Coke—10 cents per ton of 2,000 Ibs. 

Colemanite—7%, maximum 5 cents per 100 Ibs. 

Cotton Linters, Cotton Regins, Cotton Motes, Cottonseed Hull Fibre or 
Shavings—7%, maximum 3 cents per 100 lbs. 

Cucumbers, Cauliflower, Onions, Dill, green, salted, in salt brine, etc. 
—7%, maximum 3 cents per 100 lbs. 

Dry Kiln Outfits—10%, maximum 5 cents per 100 lbs. 

Earthenware—7%, maximum 5 cents per 100 lbs. 

Fibre, viz.: Flax Tow—7%, maximum 5 cents per 100 lbs. 

Furniture—7%, maximum 5 cents per 100 lbs. 

Furniture Stock—7%, maximum 5 cents per 100 lbs. 

Gases, Compressed, viz.: Chlorine, Liquefied—10%, maximum 4 cents 


per 100 lbs. 

Gases, Compressed, viz.: Anhydrous Ammonia—10%, maximum 5 cents 
per 100 lbs. 

Gases, Compressed, viz.: Sulphur Dioxide—10%, maximum 5 cents per 
100 ibs. 


Glass, Polished, Wired, etc.—10%, maximum 5 cents per 100 lbs. 

Glass, Rough Rolled, in Sheets, Wired or Not Wired, etc.—10%, maxi- 
mum 5 cents per 100 Ibs. 

Glass, Rough Rolled, in Sheets, Wired or not Wired, etc.—10%, maxi- 
mum 5 cents per 100 lbs. 

Glycerine, in tank cars—3% cents per 100 lbs. 

Grape Juice—7%, maximum 3 cents per 100 lbs. 

Hides, Pelts, green or green salted, etc.—7%, maximum 3 cents per 
100 Ibs. 

Houses, Portable—7%, maximum 5 cents per 100 lbs. 

Ice—7%, maximum 5 cents per 100 Ibs. 

Iron or Steel Articles—2 cents per 100 lbs. 

Iron or Steel, scrap—2 cents per 100 lbs. 

Car Wheels, Scrap—2 cents per 100 Ibs. 

Iron Salts, viz.: Sulphate of Iron (Copperas)—7%, maximum 5 cents 
per 100 lbs. 

Junk—2 cents per 100 pounds. 

Lard—7%, maximum 3 cents per 100 Ibs. 

Lime( Calcium), viz.: Common Lime, Hydrated, Quick or Slaked—7%, 
maximum 1 cent per 100 pounds. 

Lime, Chloride of—7%, maximum 5 cents per 100 pounds. 

Lime Rock, Crude, Crushed, Ground, etc.—7%, maximum 1 cent per 
100 lbs. 

Machinery—10%, maximum 5 cents per 100 lbs. 

Magnesite—2 cents per 100 lbs. 

Magnesite Stucco—2 cents per 100 lbs. 
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Matches—10%, maximum 5 cents per 100 Ibs. 

Molasses, Residual, viz.: Blackstrap, etc.—1 cent per 100 lbs. 

Oil, Liquid or Solidified; Oil Foots, etc.—7%, maximum 5 cents per 
100 lbs. 

Oil, Creosote—1 cent per 100 lbs. 

Oil, Fish or Sea Animal—10%, maximum 5 cents per 100 lbs. 

Oil, Hempseed; Oil, Linseed—7%, maximum 5 cents per 100 Ibs. 

Oil, Sesame, etc.—7%, maximum 5 cents per 100 lbs. 

Petroleum and Petroleum Products—1 cent per 100 Ibs. 

Oil, Petroleum, viz.: Tree Spray Base—1 cent per 100 lbs. 

Packing House Products—7%, maximum 3 cents per 100 Ibs. 

Paper and Paper Articles (except News Print)—7%, maximum 3 cents 
per 100 lbs. 

Pitch, Tar—7%, maximum 1 cent per 100 lbs. 

Plaster; Plaster Blocks; Gypsum, Crude, Crushed, etc.—1 cent per 100 
lbs. 

Plaster Board—2 cents per 100 lbs. 

Pole Line Construction Material—2 vents per 100 lbs. 

Railway Equipment on own wheels—10%. 

Railway Supplies—2 cents per 100 lbs. 

Rock and Sand, etc.—7%, maximum 1 cent per 100 lbs. 

Rock, Tufa—7%, maximum 1 cent per 100 Ibs. 

Rubber Goods—7%, maxima 5 cents per 100 lbs. 

Rubber, Scrap—2 cents per 100 lbs. 

Salt—7%, maximum 2 cents per 100 lbs. 

Sand (except Moulding Sand)—7%, maximum 1 cent per 100 Ibs. 

Sand, Moulding—7%, maximum 2 cents per 100 lbs. 

Seed, Rye Grass—7%, maximum 5 cents per 100 lbs. 

Shells, Sea, etc.—7%, maximum 1 cent per 100 lbs. 

Soapstock—7%, maximum 5 cents per 100 lbs. 

Soap and Soap Products—7%, maximum 5 cents per 100 lbs. 

Sodium (Soda), Carbonate of, Crude—2 cents per 100 lbs. 

Sodium (Soda), Caustic; Lime, Chloride of (Bleach)—2 cents per 100 lbs. 

Sodium (Soda), viz.: Nitre Cake, etc.—2 cents per 100 lbs. 

Sodium (Soda), Silicate of, Dry, etc.—2 cents per 100 lbs. 


Stone, viz.: Granite, Carved, Lettered, etc.—7%, maximum 3 cents per 
100 Ibs. 
Stone, viz.: Granite, Rough or Dressed; Stone, N. O. S., Rough or 


Dressed—7%, maximum 1 cent per 100 lbs. 


Stone, viz.: Marble, Rough, Sawed, Dressed, Chiseled, etc.—3 cents 
per 100 lbs. 
Stone, viz.: Marble, Rough Quarried or Sawed, four sides or less— 


1 cent per 100 lbs. 

Stone, viz.: Marble, Carved, Lettered, Polished, etc.—7%, maximum 3 
cents per 100 lbs. 

Stone, viz.: Marble, Sawed on more than four sides, Dressed, Chiseled, 
Traced, etc.—3 cents per 100 Ibs. 

Stone, viz.: Onyx, cut to shape, Polished—3 cents per 100 lbs. 

Stone, Pumice; Ash, Volcanic; Lump Crude—7%, maximum 2 cents per 
100 lbs. 

Stone, Refuse Crude Pumice—7%, maximum 2 cents per 100 lbs. 

Sugar—7%, maximum 2 cents per 100 Ibs. 

Sulphur—2 cents per 100 lbs. 

Wax, Paraffine—7%, maximum 3 cents per 100 Ibs. 

Wire Goods, second-hand, viz.: Cable, Wire Rope—2 cents per 100 lbs. 

Woodenware—10%, maximum 5 cents per 100 lbs. 

Woodpulp; Woodpulp, Sulphate; Woodpulp, Sulphite—7%, 
cent per 100 lbs. 


SECTION 3—PART A—INTERMOUNTAIN TERRITORY 


Between points in Montana and all interstate points, also between 
points in North Pacific Coast Freight Bureau Territory, points in 
Pacific Freight Tariff Bureau Territory (South Coast) and points An 
Western North and South Dakota and Wyoming. 


Commodity Commodity rate increases 

Prepared animal or poultry feed—1 cent. 

Dried beet pulp—1 cent. 

Soya bean cake and meal—1 cent. 

Oil cake and meal—1 cent. 

Sunflower cake and meal—1 cent. 

Animal or poultry feed, viz.: Cooked or preserved meats—2 cents. 

Fresh meats—4 cents. 

Fresh salted meats—4 cents. 

Packing house products—4 cents. 

Green hides—3 cents. 

Leather—10%, not to exceed Spokane rate. 

Coal and coke—Except from Montana to Washington, Oregon and 
Idaho increase rates as follows: ; 


Where rate per Where rate per 
ton is Increase to be ton is 
$0.00 to $ .75 3c per net ton $1.01 to $2.00 
-76 to $1.00 5e per net ton Over 2.00 


Iron ore—5 cents per net ton or 6 cents per gross ton. 

Sand and gravel, stone broken crushed or ground—Rate over 60 cents 
to and including $1, increase 5 cents per ton; rates over $1 per 
ton increase 10 cents per ton. 

Salt—2 cents. 


Turpentine, in mixed carloads with paint and related articles—5 cents. 

Petroleum and petroleum products, including road oil and asphalt—1 
cent. 

Sugar—10%, maximum 3 cents. 

Syrup—5 cents. 

Iron and Steel—10%, maximum 1 cent per 100 Ibs. or 20 cents per net 
or gross ton as rated. 

Machinery, Machines and Boilers, including also Oil, Water or Gas 

Well Outfits and Supplies—10%, maximum 5 cents. 


maximum 1 


Increase to be 
10c per net ton 
15¢ per net ton 
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Cement, Natural, Portland or Hydraulic—1 cent. 
—_ and Clay Products—1 cent, where rates is over 7 cents per 100 
s. 

Lime and Plaster and articles grouped therewith—1 cent. 

Sewer Pipe and Drain Tile—10%, maximum 5 cents. 

Agricultural Implements (other than hand) and Parts; Horse Drawn 
Vehicles, Tractors and Parts—10%, maximum 5 cents. 

Railway Car Wheels and Axles—10%, maximum 1 cent per 100 Ibs. or 20 
cents per ton, net or gross as rated. 

Beverages, including Malt Liquors—10%, maximum 3 cents. 

Fertilizer, Manufactured, and articles grouped therewith—1 cent (to 
California only). 

Paper and Paper Articles except Newsprint and Roofing Paper; Pa- 
per Board, Pulp Board, Wall Board—2 cents. 

Prepared Roofing, including roofing and building materials grouped 
therewith—2 cents. 

Explosives—5 cents, from California only. 

Canned Goods—10%, maximum 2 cents except from Utah to points in 
Montana on Union Pacific. 

Scrap Iron or Steel and articles grouped therewith—20%, with maxi- 
mum of 40 cents per ton, net or gross, as rated. 

Soap and Washing Compounds and other articles grouped therewith 
—10%, maximum 5 cents. 

Glass Bottles, Jars and Glasses and articles grouped therewith—10%, 
maximum 5 cents. 

Containers, Empty Returned—3 cents, observing T. C. rates as maxi- 
mum. 

Soda and Soda Products, including Salt Cake—2 cents. 

Coffee, Green or Roasted—10%, maximum 3 cents. 

Glassware Other than Cut, also Incandescent Bulbs—10%, maximum 
5 cents. 

Batteries, Electric Storage and Articles grouped therewith—5 cents. 

Water, Mineral, Flavored or Phosphated—10%, maximum 3 cents. 

Benzol (Benzene)—1 cent. 

Plaster Retarder—1 cent. 

Grape Juice and articles grouped therewith—10%, maximum 3 cents. 

Asbestos, Felt or Paper, Building Roofing or Sheathing and Articles 
grouped therewith—5 cents. 

Macaroni, Noodles, Vermicelli and Spaghetti in Cartons or Boxes— 
10%, maximum 2 cents, except from California, 5 cents increase. 

Cider, Vinegar—10%, maximum 2 cents. 

Fruit, Fresh Cold Pack including Frozen Fresh Fruit and articles 
grouped therewith—10%, maximum 2 cents. 


Rings, Rubber Fruit Jar—10%, maximum 5 cents. 
Trees, Christmas and Evergreen Boughs—10%, maximum 5 cents. 
Carbon Black—5 cents per 100 lbs. 


Heating and Cooking Apparatus and Furnaces—10%, maximum 5 cents. 
Bones other than human—2 cents. 

Calcium Carbide—10%, maximum 5 cents. 

Earthenware and Stoneware—10%, maximum 5 cents. 

Excelsior, Excelsior Pads—1 cent. 


Findings, Boot and Shoe, and articles grouped therewith—10%, 
maximum 5 cents. 

Glass, Window or Plate, and articles grouped therewith—10%, maxi- 
mum 5 cents. 


Handles, Broom, Mop with or without fixtures—10%, maximum 5 
cents. 

Insecticides—10%, maximum 5 cents. 

Terra Cotta—10%, maximum 5 cents. 

Manganese Ore—10 cents, net ton 11 cents, gross ton 5 cents. 

Furniture Stock—10%, maximum 5 cents. 

Molasses Sugar Beet Final (residuum), between sugar factories only 
—$1 per ton or under, inc., 5 cents per ton; $1.01 to $2, inc., 10 
cents per ton; over $2, inc., 15 cents per ton. 

Molasses Sugar Beet Final (residuum) other than between sugar 
factory points—1 cent. 

Molasses, Blackstrap—1 cent per 100 Ibs. 

Vegetable and Fish: Oiis—10%, maximum 3 cents. 

Wood, Charcoal, and Charcoal Briquettes—10%, maximum 5 cents. 

Cooling Boxes, Refrigerators and articles grouped therewith—10%, 
maximum 5 cents. 

Stone, Rough, Quarried and dressed and articles grouped therewith 
—1 cent. 

Stone, Carved, Lettered and polished and articles grouped therewith 
—3 cents. 

Phosphate Rock—10%, maximum 1 cent. 

Metal Containers including tin cans—10%, maximum 5 cents. 

Magnesium Chloride—2 cents. 

Stucco Magnesite—10%, maximum 5c 

Acid: Sulphuric, Nitrating, Muriatic—ic 

Alcohol: Denatured, Anti-Freeze, Denatured Solvent—7%, maximum 5c 

Paint and Varnish and Paint, Paint Materials, liquid or dry—70%, maxi- 
mum 5c 

Fullers Earth—10%, maximum 2c 

Magnesite Crude—10%, maximum ic 

Magnesite Calcined—10%, maximum ic 

Vermiculite other than Crude—2c 

Battery Boxes and articles grouped therewith—5c 

Twine or Cordage and articles grouped therewith—10%, 

Ammonia Anhydrous—10%, maximum 5c per 100 lbs. 

Tankage other than feeding fertilizer or garbage—10%, maximum 5c 

Ammunition for Small Arms—10%, maximum 5c 

Children’s Toys or Games—10%, maximum 5c 

Baking or Yeast Powder, Phosphate of Lime—2c 

Wooden Butter Tubs, Lard Tubs—10%, maximum 5c 

Wooden Barrels, Casks, Drums and articles grouped therewith—10%, 
maximum 5c 


maximum 5c 
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mum 5c 
Liquefied Chlorine Gas in tank cars—10%, maximum 5c 
Brick Enameled or Glazed, including articles grouped therewith—2c 


Between North Coast and Montana, also Western North and South 
Dakota 


Commodity Commodity rates increase 
Contractors Outfits—10%, maximum 5c 
Cresote Oil—10%, maximum 5c 
Drugs and Medicines and Chemicals—10%, maximum 5c 
Fertilizer, manufactured—ic 
Furniture—10%, maximum 5c 
Ice—10%, maximum 5c 
Lime Rock—10%, maximum ic 
Lignin Liquor—ic 
Malt—10%, maximum 2c 
Nursery Stock—10%, maximum 5c 
Seeds—10%, maximum 5c 
Sulphur—10%, maximum 5c 
Woodpulp—tic 

Between California and Montana, also Western North and South 
Dakota 
Phosphoric Acid—10%, maximum 5c 
Acid Sludge—5c 
Stearic Acid—5c 
Alumina, Sulphate of—5c 
Bees—5c 
Beet Pulp—ic 
Brake Shoes—ic 
Reels, Wooden, Returned—5c 
Rubber Goods—5c 
Seeds, including Sugar Beet Seed—5c 
Sodium, Silico Chloride—4c 
Sodium Sulphide—5c 
Springs, Iron or Steel, Elliptic or Semielliptic—5c 
Pebbles, Grinding—ic 
Sulphur—2c 
Tea and Tea Dust—5c 
Tinware—5c 
Automobiles—5c 
Wire Goods (Copper)—5c 
Infusorial Earth—2c 
Brandy—3c 
Copper Wire or Cable—5Sc 
Cable & Rope, Iron or Steel—2c 
Candles—5c 
Malt—2c 
Cereal Preparations—5c 
Chocolate and Cocoa—5c 
Dessert Preparations—5Sc 
Fertilizer—ic 
Fish, Dried—5c 
Fruit Spray—5c 
Fuse—5ce 
Glycerine—5c 
Grease and Tallow—4c 
Honey—5c 
Hops—5c 
Rubber Hose and articles grouped therewith—5c 
Household Goods—5c 
Ink—5c 
Lead, Pig, Sheet or Pipe—2'%c 
Nuts, edible—5c 
Olives—5c 
Pipe Fittings—5c 
Plumbers Goods—5c 
Potassium Xanthate—5c 


SECTION No. 3—PART B 
Intermountain Territory 


Between Utah and Utah; Idaho, east of Huntington; Wyoming, 
west of Granger; Oregon, east of Huntington; Nevada, Wells, Nev., 
and north. 

Between Idaho, east of Huntington, Ore., and Idaho, east of Hunt- 
ington, Ore.; Wyoming, west of Granger; Oregon, east of Huntington; 
Nevada, Wells, Nev., and north. 

Between Oregon, east of Huntington, Ore., and Oregon, east of 


Huntington; Wyoming, west of Granger; Nevada, Wells, Nev., and 
north. 


Between Nevada, Wells and north and Nevada, Wells and north; 

Wyoming, west of Granger. 
Between Wyoming, west of Granger and Wyoming, west of Granger. 
Commodity Commodity rates increase 

Cans—Tin, including lard cans, lard pails, milk cans and drums—7%, 
maximum 5c per 100 Ibs. 

Acid, Muriatic—7%, maximum ic per 100 lbs. 

Acid, Sulphuric—7%, maximum 2c per 100 Ibs. 

Agricultural Implements, other than hand, rated under that heading 
in the Classification—7%, maximum 5c per 100 lbs. 

Agricultural implement parts, other than hand—7%, maximum 5c per 
100 Ibs. 

Alcohol, denatured—7%. maximum 5c per 100 lbs. 

Arsenic—7%, maximum 5c per 100 Ibs. 

Beverages: Cereal, non-intoxicating. Liquors, Malt: Ale, Beer, Beer 
Tonic, Porter or Stout. Beverages, flavored or phosphated (such 
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as Birch Beer, Ginger Ale, Root Beer or Sarsaparilla, not includ- 

ing Extracts, Syrups nor Alcoholic Liquor Water. Mineral not 

flavored or phosphated—7%, maximum 5c per 100 lbs. 

Boxes or Cartons, Fibreboard, Pulpboard or Strawboard—7%, maximum 
5c per 100 Ibs. 

Boxes, Paper—7%, maximum 5c per 100 lbs. 

Containers, Empty, returned—7%, maximum 5c per 100 Ibs. 

Calcite, crushed or ground—Rates over 60c per ton to and including $1 
per ton to be increased 5c per ton. Rates over $1 to be increased 
10c per ton. 

Cider and Vinegar—7%. maximum 2c per 100 Ibs. 

Brick, Clay and Clay Products—ic where rate is over 7c per 100 Ibs. 

Blocks, Building or Paving—ic where rate is over 7c per 100 lbs. 

Earth, infusorial—7%, maximum 2c per 100 lbs. 

Coal and Coke (not including ground or pulverized coal or coke or 
coal or coke dust in packages). Scale 1—Where rate per ton is 
0 to 75c the increase to be 3c per net ton; where rate per ton is 
76c to $1 the increase to be 5c per net ton; where rate per ton is 
$1.01 to $2 the increase to be 10c per net ton; where rate per ton 
is over $2 the increase to be 15c per net ton. 

Vermin Exterminator (Poisoned Grain)—7%, maximum 5c per 100 lbs. 

Fruit Spray Liquid—7%, maximum 5c per 100 Ibs. 

Hides, Pelts or Skins, green or green salted or pickled—7%, maximum 
5¢e per 100 Ibs. 

Hides, Pelts, dry—7%, maximum 5c per 100 lbs. 

a than Scrap Non-ferrous Metals—7%, maximum 2c per 100 

s 

Non-ferrous Metal Scrap (all kinds)—7%, maximum 2c per 100 lbs. 

Stone: Crushed stone, limestone, crushed, ground or pulverized (not 
burnt); Agricultural Limestone; Chatts; Cherts; Ashes or Cinders 
(Coal or Coke); Rip Rap; Slag; Tailings, Iron Ore; Bituminous 
Asphalt Rock. Sand Gravel; Chatts; Cherts; Crushed Stone or 
Slag coated with Tar or other similar materials. Strippings or stone 
quarries—Rates 60c per ton to and including $1 per ton. Increase 
5c per ton. Rates over $1 per ton increase 10c per ton. 

Stone—Rough N. O. S., Paving, Curbing; Flagging and Bridge Stone; 
Rubble Stone; Rough Stone other than described above—7%, maxi- 
mum ic per 100 lbs. 

Stone, Finished, N. O. S., dressed but not honed, carved, lettered, 
polished or traced—7%, maximum 2c per 100 Ibs. 

Stone, Finished, N. O. S., carved, lettered, polished, traced or honed— 
7%, maximum 3c per 100 lbs. 

Salt—7%, maximum 2c per 100 lbs. 

Magnesium Chloride—7%, maximum 2c per 100 lbs. 

Lime Rock—Rates over $1 per ton and not over $1.10 per ton, increase 
to be 4c per ton. Rates over $1.10, increase to be 6c per ton. 

Rock Silica—7%, maximum 40c per ton. 

Roofing and Roofing Material (not otherwise covered by this statement) 
—7%, maximum 2c per 100 Ibs. 

Spray stock (oil emulsion)—7%, maximum 2c per 100 lbs. 

Sugar—7%, maximum 2c per 100 lbs. 

Sulphur and Sulphur Concentrates—7%, maximum 2c per 100 lbs. 

Tar, Coal and Coal Tar Pitch—7%, maximum ic per 100 lbs. 

Tile Drain—7%, maximum 5c per 100 Ibs. 

Soap, Soap Powders, Cleaning, Scouring and Washing Compounds— 
7%, maximum 5c per 100 Ibs. 

Soda (Sodium) viz.: Alkalar Residue (other than liquid). Ash, in- 
cluding modified Soda Ash; Calcium, Chloride of, dry; Calcium 
Chloride, liquor; Carbonate of; Caustic (Sodium Hydroxide); Bi- 
Carbonate; Monohydrate; Sal; Sesqui-carbonate; Silicate—dry, 
liquid; Silico Aluminate; Coal Treating Compound, consisting of 
not less than 90% of calcium and/or sodium chloride; Coal treat- 
ing compound consisting of not less than 90% of liquid calcium 
magnesium and/or lignin liquor—7%, maximum 2c per 100 lbs. 

Insecticides and Fungicides, Agricultural, N. O. I. B. N.; Insecticides. 
other than Agricultural, N. O. I. B. N.; London Purple or Paris 
Green—7%, maximum 5c per 100 Ibs. 

Arsenate of Lead—7%, maximum 5c per 100 Ibs. 

Asphalt and Gilsonite—7%, maximum ic per 100 lbs. 

Bags and bagging, Cotton, Clayed Burlap, Gunny or Jute—7%, maxi- 
mym 3c per 100 Ibs. 

Gas, Carbonic (Liquid Carbonic Acid Gas), Oxygen and Acetylene— 
7%, maximum 5c per 100 Ibs. 

Cylinders, Gas, Iron or Steel—7%, maximum 5c per 100 Ibs. 

Paper, All Kinds (Except Newsprint Paper and Roofing Paper) and 
Paper Articles, N. O. S.—7%, maximum 2c per 100 lbs. 

Insulation Material: Cork, Granulated or Ground; Hair, Quilted; Flax, 
Quilted; Shapes, Cork with or without Binders; Slabs, Cork with 

or without Binders; Asbestos, in Blocks or Solid Flat Sheets, also 
Forms or Shapes other than Solid Flat Blocks, or Solid Flat Sheets 
—7%, maximum 5c per 100 Ibs. 

Wool, Mineral—7%, maximum 5c per 100 Ibs. 

Iron or Steel, viz.: 

Pig Iron; Iron, Steel rated 5th Where rate is less than 10c, in- 

Class in Western Classification, crease %c per 100 pounds. 

N. O. S. (also tin and terne Where rate is over 10c, increase 1 
plate), Rails and Fastenings, cent per 100 pounds. 

Frogs and Switches, Cast Iron 

Pipe and Fittings, Iron and 

Steel Pipe and Fittings, N. O. 

S.; Iron and Steel; Nails and 

Wire, not woven; Railway Car 

Wheels, Axles and Trucks. 

Scrap Iron and Steel—7%, maximum ic per 100 Ibs. 

Paperboard, Pulpboard and Wallboard—7%, maximum 2c per 100 lbs. 

Cement—No change 

Charcoal, Wood, Charcoal Briquettes—7%, maximum 2c per 100 Ibs. 

Pipe, Sewer—7%, maximum 5c per 100 lbs, 
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Petroleum and Petroleum Products—1 cent per 100 lbs. 
Salt Cake, Sodium Sulphate of, or Glauber Salts—7%, maximum 2c 
per 100 lbs. 
Benzol (Benzene)—1 cent per 100 Ibs. 
Lime, viz.: 
Agricultural Lime; Chemical 
Lime; Common Lime, Hydrated 
quick or Slack; Fluxing Lime; 
Land Lime, Land Plaster, Phos- 
pho-Plaster and articles grouped 
therewith. 
Plaster and articles grouped therewith—1 cent per 100 Ibs. 
Gypsum Rock, crude or crushed—1 cent per 100 lbs. 
Machinery and Machines, N. O. S.; Machinery Appliances and Supplies, 
Electrical—7%, maximum 5c per 100 Ibs. 
Fresh Meats, Fresh Salted Meats, Packing House Products—7%, maxi- 
mum 3c per 100 lbs. 
Molasses, Beet Sugar Final Over $1.00 and not over $2.00 per 
Where rate is $1.00 per ton or less ton, increase to be 10 cents per 
to be increased 5 cents per ton. ton. 
Over $2.00, increase to be 15 cents 
per ton. 
Oil, Cresote—7%, maximum ic per 100 Ibs. 
Rock, Phosphate—1 cent per 100 Ibs. 
Outfits, Contractors or Bridge Builders—7%, maximum 5c per 100 lbs. 
Oil, Water or Gas Well Outfits and Supplies—7%, maximum 5c per 
100 Ibs. 


1 cent per 100 pounds 


SECTION NO. 3—PART C 
Intermountain Territory 


Between Colorado Common Points and Utah Common Points; Col- 
orado and Idaho; Colorado and Utah; Colorado and Wyoming; Colo- 
rado and New Mexico; Utah and New Mexico; Utah and Wyoming. 


Commodity Commodity rates increase 
Acid Acetic—10%, maximum 5 cents per 100 lbs. 
Acid Muriatic—1 cent per 100 lbs. 
Acid Sulphuric—10%, maximum 5 cents per 100 Ibs. 
Acid Nitrating—1 cent per 100 lbs. 
Agricultural _Implements—10%, maximum 5 cents per 100 lbs. 
Alcohol, Acetone—10%, maximum 5 cents per 100 Ibs. 
Alumina, Sulphate of—10%, maximum 5 cents per 100 Ibs. 
Ammonia Anhydrous—10%, maximum 5 cents per 100 lbs. 
Ammunition—10%, maximum 5 cents per 100 Ibs. 
Asbestos Refuse—10%, maximum 5 cents per 100 lbs. 
Insulating Material—10%, maximum 5 cents per 100 Ibs. 
Asphalt—1 cent per 100 lbs. 
Bags and Bagging—10%, maximum 5 cents per 100 Ibs. 
Baking Powder—2 cents per 100 Ibs. 
Barytes—1 cent per 100 lbs. 
Benzol—1 cent per 100 lbs. 
Naptha, Toluol—1 cent per 100 lbs. 
Beverages—-10%, maximum 5 cents per 100 Ibs. 
Board, Wall—2 cents per 100 lbs. 
Boxes, Battery—10%, maximum 5 cents per 100 Ibs. 
Tubs, Butter—10%, maximum 5 cents per 100 Ibs. 
Pipe & Fittings, I. & S.—1 cerft per 100 Ibs. 
Brick and Clay Products—1 cent per 100 lbs. 
Tile, Roofing—2 cents per 100 Ibs. 
Calcium, Carbide of—10%, maximum 5 cents per 100 lbs, 
Wheels and Axles—1 cent per 100 lbs. 
Caps, Covers and Tops—10%, maximum 5 cents per 100 Ibs. 
Carbon Black—10%, maximum 5 cents per 100 Ibs. 
Egg Cases and Fillers—2 cents per 100 lbs. 
Cement, Linoleum—2 cents per 100 Ibs. 
Charcoal Briquettes—10%, maximum 5 cents per 100 lbs. 
Cider and Vinegar—2 cents per 100 Ibs. 
Kaolin—2 cents per 100 Ibs. 
Clay—1 cent per 100 Ibs. 
Bentonite—2 cents per 100 lbs. 
Coal and Coke—15 cents per ton of 2,000 lbs. 
Coffee—3 cents per 100 Ibs. 





Electrical Supplies and Appliances—10%, maximum 5 cents per 100 Ibs. 


Compounds, Anti-Freezing—5 cents per 100 Ibs. 
Containers, Beverage—10%, maximum 5 cents per 100 lbs. 
Cooperage—10%, maximum 5 cents per 100 lbs. 

Cooling Boxes—10%, maximum 5 cents per 100 lbs. 

Clay, Plastic—2 cents per 100 lbs. 


Earthenware or Stoneware—10%, maximum 5 cents per 100 Ibs. 
Excelsior—1 cent per 100 lbs. 

Fruit, Dried—10%, maximum 5 cents per 100 lbs. 

Fuller’s Earth—2 cents per 100 pounds. 

Furniture—10%, maximum 5 cents per 100 lbs. 

Garage Equipment—10%, maximum 5 cents per 100 Ibs. 
Glassware—10%, maximum 5 cents per 100 Ibs. 

Glass Containers—10%, maximum 5 cents per 100 pounds. 
Vegetable Cake—1 cent per 100 Ibs. 

Petroleum and Its Products—1 cent per 100 Ibs. 

Handles, Wooden—10%, maximum 5 cents per 100 Ibs. 

Heating or Cooking Apparatus—10%, maximum 5 cents per 100 ibs. 
Hides, Green Salted or Pickled—10%, maximum 5 cents per 100 Ibs. 
Insecticides—10%, maximum 5 cents per 100 Ibs. 

Iron and Steel Articles—10%, maximum 1 cent per 100 Ibs. 
Lockers, Iron or Steel—10%, maximum 5 cents per 100 Ibs. 

Scrap Iron—2 cents per 100 lbs. 

Roofing Material, I. & S.—2 cents per 100 lbs. 

Posts, Street Lamp, I. & S.—2 cents per 100 lbs. 
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Boxes, Meter—10%, maximum 1 cent per 100 lbs. 

Fence and Fence Material, I. & S.—10%, maximum 1 cent per 100 Ibs. 

Pig Iron—10%, maximum 1 cent per 100 lbs. 

Non-Ferrous Metals—10%, maximum 1 cent per 100 lbs. 

Shoes, Horse—10%, maximum 1 cent per 100 Ibs. 

Junk—2 cents per 100 Ibs. 

Leather—5 cents per 100 lbs. 

Lime—1 cent per 100 lbs. 

Limestone—% cent per 100 Ibs. 

Lime, Phosphate of—2 cents per 100 lbs. 

Lining Carpet—2 cents per 100 lbs. 

Macaroni—2 cents per 100 lbs. 

Machinery, Machines, etc.—10%, maximum 5 cents per 100 lbs. 

Mattresses—10%, maximum 5 cents per 100 lbs. 

Animal Feed, Buttermilk, etc.—2 cents per 100 lbs. 

Polishing Compounds—10%, maximum 5 cents per 100 lbs. 

Creosote Oil—1 cent per 100 lbs. 

Roofing, Prepared—10%, maximum 2 cents per 100 Ibs. 

Cottonseed Oil, Linseed Oil, etc.—10%, maximum 3 cents per 100 lbs. 

Iron Ore, Ground—5 cents per 100 lbs. 

Packing House Products and Fresh Meats—4 cents per 100 Ibs. 

Pads, Excelsior—1 cent per 100 lbs. 

Paints, Varnishes, including Dry Earth Paints—5 cents per 100 lbs. 

Lead, Blue, Sublimed and Litharge, etc.—10%, maximum 2% cents per 
100 lbs. 

Paper and Paper Articles—2 cents per 100 lbs. 

Boxes, Paper or Fibreboard—10%, maximum 5 cents per 100 Ibs. 

Boxes. Paper or Fibreboard, K. D.—2 cents per 100 lbs. 

Felt, Building or Roofing—2 cents per 100 lbs. 

Peanuts—10%, maximum 3 cents per 100 lbs. 

Plaster and Articles related thereto—1 cent per 100 lbs. 

Pulp, Paper—1l1 cent per 100 lbs. 

Radiators—10%, maximum 5 cents per 100 lbs. 

Railway Material and Equipment—10%, maximum 1 cent per 100 lbs. 

Salt—2 cents per 100 lbs. 

Sand, Gravel, Crushed Stone—5 cents per ton where rate over 60 cents 
to and incl. $1; 10 cents per ton where rate over $1. 

Sand, Silica—1% cents per 100 lbs. 

Slate, Crushed—10%, maximum 1 cent per 100 lbs. 

Soap, Soap Powders, etc.—10%, maximum 5 cents per 100 Ibs. 

Sodium (Soda) and related articles—2 cents per 100 Ibs. 

Starch—10%, maximum 5 cents per 100 lbs. 

Stone, rough—1 cent per 100 Ibs. 

Stone, finished—2 cents per 100 Ibs. 

Stone, carved, lettered, etc—3 cents per 100 Ibs. 

Syrup (in tank cars)—10%, maximum 3 cents per 100 Ibs. 

Syrup (in packages)—10%, maximum 5 cents per 100 Ibs. 

Tale, crude—10%, maximum 1 cent per 100 lbs. 

Terra Cotta—10%, maximum 5 cents per 100 lbs. 

Tin Plate, scrap—2 cents per 100 Ibs. 

Tin Plate or Terne—1 cent per 100 Ibs. 

Containers, metal—10%, maximum 5 cents per 100 Ibs. 

Toys and Games—10%, maximum 5 cents per 100 lbs. 

Twine and Cordage—10%, maximum 5 cents per 100 Ibs. 

Wire Goods—1 cent per 100 lbs. 

Calcium Arsenate—10%, maximum 5 cents per 100 Ibs. 

Cement—1 cent per 100 Ibs. 

Clay—1 cent per 100 lbs. 

Cleaning Compounds—10%, maximum 5 cents per 100 Ibs. 

Filter Presses—10%, maximum 5 cents per 100 Ibs. 

Scrap Rubber—10%, maximum 5 cents per 100 lbs. 

Sugar—10%, maximum 3 cents per 100 Ibs. 

Beet Sugar Final Molasses—Rate $1 and under 5 cents per ton; $1 and 
not over $2, 10 cents per ton; over $2, 15 cents per ton. 

Tallow—10%, maximum 5 cents per 100 Ibs. 

Coal Tar—1 cent per 100 Ibs. 

Calcite—5 cents per ton where rate over 60 cents to and including $1. 
10 cents per ton where rate over $1. 

Coal Tar Pitch—1 cent per 100 Ibs. 


The following additional replies have been filed in Ex Parte 
No. 118: Southwest Box Co.; Public Utilities Commission of 
Idaho; and Iowa Fiber Box Co.; and Florida Rate Conference. 


Petition of Railroads 


The Association of American Railroads November 20 be- 
gan preparing a petition asking the Commission to continue in 
effect the present emergency charges authorized in Ex Parte 
No. 115 until it has disposed of the reopened case. The idea 
was that it would be ready for filing in a day or two. 

The railroads, in addition to asking for continuance of the 
present emergency charges, will supplement the rate proposals 
now filed in Ex Parte No. 118 and which are to be transferred 
to reopened Ex Parte No. 115 so as to cover the Pacific Coast 
and Intermountain Territory and a relatively few additional 
commodities. 





PETITIONS FOR REHEARING, ETC. 

No. 27273, S. Cheney & Son vs. N. Y. C. et al. Complainant asks 
for reconsideration or further hearing. 

Finance No. 10954, application of Southern Railway for certificate 
abandonment of its Embreeville branch extending from Embreeville 
Junction to Embreeville, Tenn. Southern Railway Co. asks the Com- 
mission to reopen this proceeding for the introduction of further testi- 
mony and that it reconsider its decision. 
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No. 20769, charges for protective service to perishable freight. 
Canadian Pacific Railway Co., Central Vermont Railway, Inc., Grand 
Trunk Railway System, and Rutland Railroad Co., in a supplemental 
petition, ask for modification of the order of June 2, 1936, reported 
in 215 I. C. C. 684. 

Il. and S. No. 3718, export and import rates to and from southern 
ports. Southern Hardwood Traffic Association, intervener, on behalf 
of its members who are manufacturers and exporters of lumber and 
other forest products located at Evansville, Ind., and Owensboro, Ky., 
asks that finding 1 of the report in this proceeding be modified by 
excepting from the provisions thereof export rates on lumber and 
articles taking same rates or made with relation thereto from Evans- 
ville, Ind., and Owensboro, Ky., to the Gulf ports in order that the 
carriers serving those ports may be free to accord the shippers of 
those commodities located at Evansville and Owensboro rates no 
higher than those found justified and now maintained from Cincinnati 
and Louisville and points grouped therewith. 

No. 17000, part 7, grain and grain products within western district, 
and for export. Chicago, Burlington & Quincy, Colorado & Southern, 
Great Western, and the Union Pacific ask that the supplemental orders 
of the Commission, dated July 13, 1936, and August 13, 1936, be further 
modified by changing the expiration date thereof from December 31, 
1936, to June 30, 1937. 

No. 26720, W. H. Bintz Co. et al. vs. A. & S. et al., and a sub- 
number thereunder, Utah Citizens Rate Association et al. vs. Union 
Pacific et al. E. B. Boyd and E. Morris, agents and attorneys, for 
defendant carriers, involving class rates and less carload commodity 
rates between Utah common points on the one hand and western trunk 
line and official classification territories on the other, ask the Com- 
mission to postpone for a period of thirty days beyond December 17 
the effective date of their order in these proceedings, entered June 30 
as modified August 12 and October 1. 

Air Mail Docket No. 20, Wyoming Air Service, Inc. Postmaster 
General asks the Commission to examine and audit the books, records 
and accounts of the Wyoming Air Service, Inc., before assignment 
of this proceeding for hearing. 

No. 27208, Hendrix Mill & Lumber Co. et al. vs. S. A. L. et al. 
complainants ask that this proceeding be reopened for further 
consideration by the Commission and the order of November 3 be 
vacated and set aside and a new order be entered under which the 
alleged unreasonable and unlawful charges may be adjusted by an 
award of reparation in conformity with the facts and record already 
before the Commission. 

1. and S. No. 4177, onions from west to eastern destinations. Walla 
Walla Gardeners’ Association, intervener, asks the Commission to 
grant reargument before and reconsideration by the entire Com- 
mission. 

No. 9308, Indianapolis Chamber of Commerce et al. vs. C. C. C. 
& St. L. et al. R. A. Sperry asks the Commission that it further 
modify its order dated December 29, 1920, 60 I. C. C. 67, as amended, 
so far as it requires the maintenance of rates on cattle and hogs from 
points on the lines of the individual carriers he represents in IIli- 
nois to Indianapolis, Ind., which shall not be higher than the rates 
from said points to Chicago, East St. Louis and Peoria, Ill. 

1. and S. No. 4069, routing via Quanah, Acme & Pacific and No. 
17000, part 8, cottonseed, its products and related articles. Quanah, 
Acme & Pacific asks for reopening and reconsideration for the pur- 
pose of making appropriate findings on the record herein. 

No. 13535 et al., consolidated southwestern cases. Southwestern 
carriers ask for approval under finding 27 for the publication of a 
rate of 60 cents a 100 pounds on secondhand absorption plant material, 
carload minimum weight 40,000 pounds, to apply from Lefors and 
Wesco, Tex., to Rodessa, La. 

No. 26849 and Sub. No. 1, Utah Coal Operators’ Association vs. 
Arkansas Valley Interurban et al. Defendant carriers ask the Com- 
mission to postpone the effective date of its order for a period of 
sixty days beyond December 24. 


SUSPENDED TARIFFS 


In I. and S. No. 4273, the Commission has suspended from 
November 15 until June 15 schedules in supplement No. 19 to 
Consolidated Freight Classification No. 10, Dulaney’s I. C. C. 
No. 59 (also MF I. C. C. No. 1), Fyfe’s I. C. C. No. 23 (also 
MF I. C. C. No. 1), Greenly’s I. C. C .-O. C. No. 54 (also MF 
I. C. C.-O. C. No. 1), and Sperry’s I. C. C. No. 317 (also MF 
I. C. C. No. 1). The suspended schedules propose to revise the 
commodity description and ratings on animal or poultry feed, 
with meat or fish ingredient, when packed in hermetically sealed 
cans, in all classification territories, which would result in in- 
creases and reductions. 

In I. and S. No. M-42, the Commission has suspended from 
November 16 until February 14 schedules in supplement No. 2 
to MF I. C. C. No. 2 and supplement No. 1 to MF I. C. C. No. 4 
of Tidewater Express Lines (Incorporated). The suspended 
schedules propose to establish rates on various commodities 
from and to points in Maryland, New Jersey and Pennsyl- 


vania resulting in changes and reductions. The following is 
illustrative: 


Brushes, vegetable or wood fibre, L. T. L., from Frederick, Md., 
to Philadelphia, Pa., reduced from 57 to 50 cents. 


Tariffs filed with the Maritime Commission by the Bull 
Steamship Line, the Merchants & Miners, and the Refrigerated 
Steamship Line carrying increase in estimated weight of citrus 
fruit, packed in wire-bound crates, from Florida points to points 
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east of the Rockies, were protested by growers, shippers and 
receivers of citrus fruits. Protestants were advised by Acting 
Chief Nelson of the division of regulation of the commission 
that the tariffs in question were published by the water lines 
to continue the existing parity with competing rail lines which 
had filed similar tariffs suspended in I. and S. No. 4272. Mr. 
Nelson said under the tariff regulations of the Maritime Com- 
mission the water lines could file supplements, in view of the 
action of the Commission in I. and S. 4272, canceling the in- 
creased weight, effective on immediate notice, that the lines had 
been so advised and that further action on the protests would 
not be necessary. 

In I. and S. No. M-22, rates via Smith and Solomon Truck- 
ing Co., the schedules have been further suspended from Novem- 
ber 29 until February 27. 

In I. and S. No. 4274, the Commission has suspended from 
November 18 until June 18, schedules in supplement No. 12 
to Kipp’s I. C. C. No. A-2679. The suspended schedules pro- 
pose to cancel arrangements permitting the stopping-in-transit 
to complete loading or to partially unload shipments of farm 
seeds, in carloads, at points in Western Trunk Line territory, 
which would result in increased charges. 

In I. and S. No. M-43, the Commission has suspended from 
November 20 until February 18, schedules in Samuel Davis’ 
MF I. C. C. No. 2. The suspended schedules propose to estab- 
lish rates on various commodities between points in Maryland, 
New York and Pennsylvania resulting in additions and reduc- 
tions. The following is illustrative: 


Vegetables, canned, 10,000 pound minimum, between Baltimore, Md., 
and Philadelphia, Pa., there is no rate at present but a rate of 16 cents 
is proposed. 


In I. and S. No. M-45, the Commission has suspended 
from November 20 until February 18, schedules in Hall Mo- 
tor Freight Tariff MF I. C. C. No. 2. The suspended sched- 
ules propose to establish rates on various commodities between 
points in Colorado, Kansas and Missouri resulting in changes 
and reductions. The following is illustrative: 


Candy and confectionery, 4,000 pound minimum, between Denver, 
Colo., and Kansas City, Mo., a reduction from 70 to 65 cents. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 17317, Louisiana & Arkansas 
Railway Company Operation, Etc., authorizing (1) the Louisiana & Ar- 
kansas Railway Company to construct a connecting track in Pointe Cou- 
pee Parish, (2) to operate, under trackage rights, over a line of railroad 
of the Texas & Pacific Railway Company and thence over tracks on 
approaches and a bridge proposed to be built across the Mississippi 
River by the State of Louisiana in Pointe Coupee, West Baton Rovge, 
and East Baton Rouge Parishes, and (3) permitting it to abandon a 
line of railroad and a car ferry line, in Pointe Coupee and West Fe- 
liciana Parishes; all in the State of Louisiana, approved. 

Report and order in F. D. No. 11391, Southern Pacific Company 
Equipment-Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $9,150,000 of Southern Pacific 
Company equipment-trust certificates, series N, to be issued by The 
Pennsylvania Company for Insurances on Lives & Granting Annuities, 
as trustee, and sold at 99.527 per cent of par and accrued dividends in 
connection with the procurement of certain equipment, approved. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 14683, 
Spencer Kellogg & Sons, Inc., vs. B. R. & P. et al.; No. 17270, 
Sub No. 1, Spencer Kellogg & Sons, Inc., vs. N. Y. S. & W. 
et al.; No. 17304, International Oil Co. et al. vs. A. & S. 
et al.; No. 19112, Kansas City Produce Co. et al. vs. G. H. & 
S. A. et al.; No. 20212, Desel-Boettcher Co. et al. vs. G. H. & 
S. S. et al.; No. 20930, International Paper Co. et al. vs. Ann 
Arbor et al.; No. 24253, Swift & Co. vs. B. & O. et al.; No. 
24815, Fairmont Creamery Co. vs. C. & N. W, et al.; No. 2621, 
Sub No. 1, E. I. du Pont de Nemours & Co. vs. Central of New 
Jersey et al.; No. 26554, Grasselli Chemical Co. vs. C. B. 
& Q. et al.; and No. 26990, Owens-Illinois Glass Co. vs. Central 
of New Jersey et al. 


Cc. M. ST. P. & P. REORGANIZATION 


The Commission, by division 4, has made part of the rec- 
ord in Finance No. 10882, Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. reorganization, a report by its Bureau 
of Valuation on the elements of value of the Chicago, Milwau- 
kee, St. Paul & Pacific, debtor, and the Chicago, Terre Haute & 
Southeastern Railway Co., in which the bureau revised a num- 
ber of pages restating the principal amounts outstanding De- 
cember 31, 1935, of the first mortgage bonds and consolidated 
mortgage bonds of the Milwaukee & Northern Railroad, due 
June 1, 1939. The revised pages are to supersede the corre- 


sponding pages of the report of the Bureau of Valuation here- 
tofore filed. 
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National Industrial Traffic League Meeting 


By STANLEY H. SMITH, Staff Correspondent at New York 


With W. R. Scott, president, presiding, the annual meeting 
of the National Industrial Traffic League was begun Nov. 19 
with, according to its officers, the largest attendance in the 
history of the organization. There were approximately 300 
members and visitors present at the opening session. At the 
luncheon there were more than 800 present. 

The nominating committee, by R. V. Craig, chairman, put 
in nomination for president, Mr. Scott; C. W. Braden, of New 
York, for vice-president, to succeed W. A. Moore, who advised 
that he could not serve again, and Roy W. Campbell, for 
treasurer, the latter, in addition to the office of president, being 
a renomination. 

George F. Hichborn, chairman of the committee on ar- 
rangements, made a brief address of welcome. 

E. F. Lacey, executive secretary, submitted the report of 
the executive committee which had met Nov. 17 and 18. 

The executive committee appointed a special committee 
composed of W. R. Scott, R. C. Fulbright and H. D. Rhode- 
house, to represent the League in the proposed celebration of 
the fiftieth anniversary of the Commission March 31, 1937, 

Mr. Lacey reported that the executive committee had sent 
a telegram to President Roosevelt telling him that a real serv- 
ice to the country would be rendered by the President bring- 
ing the influence of his high office to break the deadlock in 
the maritime strike situation and insure free movement of 
the country’s commerce. The telegram dealt with the seri- 
ousness of the situation caused by the strikes. 


The committee urged the President to use his good offices 
and all available power to obtain movement of water com- 
merce through all parts of the United States without prejudice 
to rights of parties to the present controversies. 


“This strike is doing irreparable damage to our intercoastal 
and foreign trade in American vessels,” said the committee. 

Whether or not a spring meeting shall be held was left 
to the determination of the officers and chairman of the legis- 
lative committee. A meeting may be deemed necessary to 
pass on proposed legislation that may come before Congress, 
it was pointed out. 


The 1937 annual meeting will be held at Chicago, Nov. 18 
and 19, with the executive committee meeting the two pre- 
ceding days as usual. 


Increases in Rail Rates 


Mr. Lacey announced ‘that the executive committee, after 
giving the subject very careful consideration, recommended 
adoption of a resolution with respect to Ex Parte No. 118, 
proposed increase in rail rates. The resolution was adopted 
by the League without discussion. On motion of H. D. Fenske, 
it was voted to send copies of the resolution and of the League’s 
brief in the proceeding to state commissions. The text of the 
resolution follows: , 


1. Whereas, the principal Class I railroads of the country, on 
October 22, 1936, filed with the Interstate Commerce Commission a 
petition praying for modification of outstanding orders in approxi- 
mately one thousand previously decided rate cases and for fourth 
section relief and announced their purpose, prior to the expiration 
of the so-called emergency rate increases authorized in Ex Parte 115, 
to file with the Commission tariffs proposing a very large number of 
changes in the rate structure on numerous commodities and certain 
class rates, as particularly described in part in said petition for the 
stated purposes ‘‘to offset in part the revenue losses which will result 
from the elimination of the emergency charges,’ and to provide needed 
revenues; 

2. And whereas, the Commission, by its order entered October 23, 
1936, docketed said petition as Ex Parte 118 and, among other things, 
announced that any parties to the aforesaid previously decided cases 
and any other persons interested in the subject matter thereof, would 
be permitted to file, on or before November 7, 1936, replies to said 
petition and that such answers may, if the parties desire, be so framed 
that the same may thereafter be treated and considered as requests 
for the suspension of any tariffs which may be filed hereafter pursuant 
to any permission which may be granted by the Commission upon said 
petition; 


3. And whereas, many members of the League and other interested 
persons have filed with the Commission their replies to said petition 
of the carriers protesting against the setting aside of such outstand- 
ing orders in particular cases and objecting to the proposed revisions 
and increases as to particular commodities, or classes; 


4. And whereas, it appears that as to a large proportion of the 
commerce of the country the carriers proposal set forth in said 
petition represents substantially the equivalent of an indefinite or 


permanent extension of the so-called emergency charges approved 
under Ex Parte 115, and which the League went on record before 
the Commission as opposing, although as.to other traffic of large 
volume the carriers are not proposing such continuance of emergency 
charges; 

5. And whereas, it is generally understood that it is the further 
purpose of the carrier, if the Commission denies the prayer of this 
said petition or fails to act thereon promptly, to request authority 
from the Commission to further extend the so-called emergency charges 
beyond the present expiration date of December 31, 1936; 

6. Resolved, that in consideration of the sustained increased car- 
loadings and the remarkable increase in revenues derived from pas- 
senger traffic under the reduced fares thereon, and the improvement 
in business generally, the League feels that it is ill-advised to propose 
the increased rates set forth in the carriers’ petition or to permanently 
revise the rate structure on commodities generally; 

7. Resolved further, that the League shall make a blanket request 
that the Commission suspend all such tariffs, when filed by the carriers 
and enter into an inquiry concerning the reasonableness and propriety 
of the rates therein published, with a view to authorizing only such 
increased or revised rates as may be shown by the carriers to be 
just and reasonable and otherwise lawful; 

8. Resolved further, that in dealing with such proposals the Com- 
mission should not vacate or set aside outstanding orders in pre- 
viously litigated cases except upon a clear showing that they should 
be changed; 

9. Resolved further, that a special committee be appointed to 
carry out the purposes of this resolution and to file appropriate peti- 
tions, answers, and briefs and to participate in the hearings and oral 
argument before the Commission, without undertaking to deal with 
the detail of the rates. 


Revision of Preamble 


In view of the newer forms of transportation which had 
developed since the preamble to the League’s constitution was 
originally drafted, the League approved the following revision 
of the preamble: 


Believing the requirements of commerce are best served by a 
thorough understanding upon the part of carriers and the shipping 
public of each other’s needs, this organization stands for and will 
undertake, through conference, publicity and other proper means, 
to promote such knowledge of transportation affairs as will aid in 
effecting such result; to assist in the enactment of clearly defined 
laws covering the transportation subject to congressional enactment 
and the interchange of views regarding intrastate legislation which 
does and may affect such transportation; to define clearly and make 
certain the relation of the public to the carriers; and to acquaint 
regularly established state and national tribunals with the needs of 
the shipping interests and the effect on commerce of rulings, decisions 
and practices within the jurisdiction of such tribunals. 


Highway Transportation 


The highway transportation committee, L. F. Orr, chair- 
man, and subcommittees thereof, dealt with a number of sub- 
jects in its report. 


Pointing out that the motor carrier act had been in effect 
slightly more than a year, the committee said it would be too 
much to expect that orderly procedure and operation would be 
attained in that period or that sufficient test of the provisions 
of the law would be,obtained to determine whether it was suffi- 
cient to produce the desired result. It appeared, said the report, 
that the Commission was proceeding as expeditiously as pos- 
sible to have construed many important features of the law 
which required interpretation. 

The committee said the Commission was in the process of 
construing the law with respect to the right of rail lines to 
acquire and operate truck lines and pointed to the position 
taken by the League at the last annual meeting against rail- 
road control of highway operations that would tend to destroy 
or substantially lessen existing highway competition or prevent 
the development of competitive highway freight lines. The com- 
mittee recommended that if there should be any construction 
of the law which contravened the principle stated, it should 
have authority to make suitable protest, subject to the usual 
approval of the officers of the League. The League approved the 
recommendation. 

The report dealt also with the Commission's corrected order 
requiring all contract carriers to file their contracts with the 
Commission and keep them open for public inspection. The 
committee said it felt the order was contravention of the letter 
and spirit of the motor act and in many instances highly im- 
practicable if not impossible of performance. 

The executive committee, with respect to the Commission's 
order referred to in the preceding paragraph, recommended the 
following: “The executive committee, believing that the Com- 
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mission has gone far beyond the law, recommends that the 
highway transportation committee be given authority to file 
petition stating the facts in the law and protesting the order 
of the Interstate Commerce Commission.” This was approved 
by the League. 


Tariffs Free of Charge 


A recommendation of the highway committee with respect 
to shippers obtaining tariffs of motor carriers, after discussion, 
was approved by the League as follows: 


It is recommended that the National Industrial Traffic League take 
the position that motor carrier tariffs should be furnished free of 
charge to bona fide shippers and traffic organizations; that to this end 
the highway transportation committee make this matter the subject of 
a special report to the executive committee for its approval; that, if 
deemed advisable, the matter be handled with the American Trucking 
Association, Inc., for satisfactory disposition of the question, failing in 
which the matter should be brought to the attention of the Interstate 
Commerce Commission and that the Commission be requested to advise 
motor carriers that unless they furnish tariffs to persons directly in- 


terested they will be required to post tariffs at all points from which 
their rates apply. 


The highway committee dealt also with proposed safety 
regulations. The committee recommended to the Bureau of 
Motor Carriers: 


(1) That it would be well for both national and state authorities to 
cooperate to the extent of securing greater conformity between the 
present state and proposed national regulation before presenting any 
recommendations to the Commission for consideration in so far as 
private operators are concerned; (2) that because of the differences in 
private versus for-hire truck operations, which are fundamental, no 
attempt should be made at this time to apply to private operators the 
same regulations proposed for application to common and contract 
carriers. The bureau should direct its activities in the safety field to 
the for-hire truck operations at the outset, meanwhile permitting pri- 
vate industry to continue its individual efforts in effecting a greater 
degree of safety in operation; (3) when the Commission's experience 
is ripened as result of the knowledge gained from the regulation from 
a safety standpoint of for-hire trucking operations, it should then in its 
wisdom propose such essential parts of it as may be deemed appropriate 
for application to private trucking operations; (4) the Commission at a 
propitious time should conduct hearings for the purpose of obtaining 


the viewpoint of the private operators to any regulations that might 
be proposed. 


In lieu of (2) in the committee’s recommendations the 
executive committee recommended the following which was 
approved by the League: 


(2) That the Bureau of Motor Carriers should in the first instance 
direct its activities in the same field to the for-hire truck operations; 
no attempt should be made at this time to apply to private operators 
the same regulations proposed for application to common and contract 
carriers. The ureau should direct its activities in the safety field to 
the for-hire truck operations at the outset, meanwhile permitting private 


industry to continue its individual efforts in effecting a greater degree 
of safety in operation. 


The League was asked to authorize the highway committee 
to appear and represent the interests of League members at 
Commission hearings with respect to safety regulations for 
private carriers. This was approved. 


Uniform Bill of Lading 


The committee submitted a report on uniform bills of lad- 
ing. Attention was directed to the resolution adopted at the last 
spring meeting of the League directing efforts be made to 
bring about the adoption by the carriers and prescription by 
the Commission of a reasonable and proper uniform bill or 
bills of lading. The committee recommended that the League 
authorize and instruct its highway transportation committee 
and its bill of lading committee jointly to confer with the 
Association of American Railroads and the American Truck- 
ing Associations, Inc., in an effort to obtain approval by those 
organizations of a satisfactory uniform bill or bills of lading 
and whether or not such agreement be reached to advocate the 
prescription of such form in the proper proceeding before the 
Commission. The committee said it had gathered together bill 
of lading forms from several hundred motor carriers throughout 
the country. It submitted a comparison of the present Con- 
solidated Classification and National Motor Freight Classifica- 
tion bills of lading and said the fundamental differences were 
few. The committee believed that the rail bill of lading could 
readily be altered to cover motor carriage. With the explana- 
tion that the matter related to common carriers only this part 
of the report was approved by the League. 


Payment of Charges 


After discussing the subject of payment of charges of motor 
carriers the highway committee recommended that the League 
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appear and present testimony in Ex Parte No. BMC 1, the Com- 
mission’s investigation of rules and regulations governing the 
settlement of rates and charges by common carriers and con- 


tract carriers of property by motor vehicle, to the following 
effect: 


(a) That the Commission should prescribe rules and regulations 
governing the extension of credit by common motor carriers which will 
require the payment of such charges by shippers within a period of 
two weeks or 15 days from the time of presentation to the shipper of 
proper bills for such charges. 

(b) That regardless of the length of the period which may be al- 
lowed for the payment of such charges such period should be computed 
from the time of presentation of a proper bill therefor, rather than 
from the time of delivery or relinquishment of possession of the freight. 

(c) That no power is given to the Commission by the Motor Carrier 
Act authorizing it to issue rules and regulations governing the payment 
of charges to contract motor carriers. Regardless of whether the Com- 
mission possesses such power, no such rules and regulations with re- 
spect to contract motor carriers should be prescribed. 


Due to the fact that the hearings had been concluded in 
BMC 1, the recommendation was revised to include after testi- 
mony “or otherwise participate” in the proceeding. The last 
sentence in paragraph (c) of the above was eliminated due to 
expression of view that the Commission did not possess the 
power referred to. As thus revised the committee recommenda- 
tion was approved by the League. In discussion it was agreed 
by a number of members that the word “proper” before “bill” 
in paragraph (b) meant a bill showing correct charges, and 
proper in form. With that understanding the language in ques- 
tion was approved. 


Uniform Expense Bills 


The highway committee said considerable complaint had 
been received from members that the motor carriers were in 
many instances not furnishing the proper billing and in many 
other instances when billing was received and was returned for 
receipt, the motor carrier failed to receipt the bill and return 
to the shipper. The committee recommended that authority 
be given it to make such representations to the Commission 
as might appear necessary, requesting that motor carriers be 
required to adopt a uniform expense bill and that the original 
of such expense bill shall be receipted on payment of the 
charges and furnished to the shipper or the receiver, which- 
ever may pay the charges. 


After discussion the recommendation was revised to insert 
the words “if requested” after the words, “such expense bill” 
and to insert the word “common” after “motor” in the phrase 
relating to motor carriers being required to adopt a uniform 


expense bill, to show that common carriers were being re- 
ferred to. 


As to motor carrier cargo insurance, before the Commis- 
sion in I. and S. M-10, the committee recommended that the 
League take no action in that proceeding. This involves the 
legality and desirability of allowances being made by motor 
carriers to industries for insurance premiums. In view of di- 
vision of opinion on the subject among League members, the 
committee made the recommendation it did. This was approved 
by the League. 


The committee fecommended that the League advocate 
such amendment to the motor carrier act as would give the 
Commission jurisdiction over the determination of the legal 
charges of common motor carriers and the power, on the filing 
of an appropriate complaint to order the refund of such over- 
charges as it may find to have been collected. This was 
approved by the League. 


National Transportation Conference 


The League adopted the report of the special committee 
for conference on national transportation with one change 
made by the executive committee. This report dealt with the 
efforts being made through the conference, which is made up 
of representatives of the League, the railroads and the truck- 
ing interests, to reach an agreement on principles of fair prac- 
tice. The special committee’s report, submitted by Mr. Orr, 
chairman, included a revised set of principles, the original set 
having been approved by the League at its spring meeting this 
year but which was not approved by the Association of Amer- 
ican Railroads or the American Trucking Associations. The 


principal provision in the revised act, said Mr. Orr, was the 
following: 


Each agency shall predicate its rates, classifications, rules and 
practices primarily upon the conditions existing in its own industry, 


so as to preserve in the public interest the advantages and economies 
there of. 


With respect to contemplated changes in rates, the revised 
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principles provide as amended by the executive committee and 
as approved by the League: 


The shipping public or the competing agency shall be privileged and 
welcome to file reasonable objection to any such change by setting forth 
in writing the reason for such objection, whereupon the suggested 
change shall be held in abeyance and public hearings had thereon 
when requested after which the proponent agency shall take such action 
thereon as it may deem advisable in view of the facts presented. 


Up to the present time, said the report, neither the truck- 
ing nor railroad organizations had been able to obtain final 
action on the set of principles. 

The League approved a recommendation of the highway 
committee that the Commission be advised of the position taken 
by the League in the report by furnishing its members with a 
copy of the report of the committee for conference on national 
transportation. 

Mr. Orr also submitted on behalf of the highway commit- 
tee a supplemental report on unregulated forms of motor truck 
transportation. This report dealt with problems arising from 
operations of itinerant or transient merchant truckers. Recom- 
mendations were made for dealing wth the problem by changes 
in the motor carrier act. The executive committee recom- 
mended that part of the report be received as information and 
tabled and that other parts be tabled. After brief discussion in 
which it was indicated members were not prepared to deal 
with the problems presented, a motion to reject the report 
was made and carried. 

On motion of Mr. Fenske the League adopted an amend- 
ment to the highway committee report providing that the 
League should seek an amendment to the motor carrier act the 
effect of which would prohibit the Commission from rejecting 
a motor carrier tariff after the effective date of the tariff. 
Mr. Fenske said the Commission was rejecting motor tariffs 
after the effective date which resulted, as he pointed out, in 
complications as to the legal rates on shipments moving under 
such tariffs before they were rejected. 

The highway committee report as a whole, as amended, 
was approved. 

On motion of L. E. Muntwyler the highway committee was 
instructed to consider a situation presented by him with respect 
to acquisition of rights and properties of financially weak motor 
carriers and refusal of those acquiring such rights, etc., to 
adjust claims held against the old owners. Mr. Muntwyler 
thought the League should do something to protect the public 
in such instances. Either the acquiring line or the old line, 
in such instances, said he, should be required to meet the 
liabilities of the old lines. 


Fourth Section Discussion 


The position of the League with repsect to the fourth sec- 
tion of the interstate commerce act became involved in a long 
discussion after J. P. Haynes, chairman of the special com- 
mittee on the fourth section, had submitted a brief vrinted 
report of progress with respect to repeal of the long-and-short- 
haul clause and an oral statement reviewing the history of the 
League’s position since 1907. 

The upshot of the matter was that the League rejected a 
motion made by Rene A. Stiegler, of New Orleans, that the 
League modify its policy by proposing a repeal only of the 
equidistant clause of the fourth section, and adopted a motion 
made by E. A. Jack that the League reaffirm its position on 
the fourth section and vigorously press for repeal of the long- 
and-short-haul clause. 

In the discussion there was support for the Stiegler motion. 
On the other hand it was argued, among other things, that 
the League would weaken its position with Congress if it now 
should take a different position with respect to the section. 

Mr. Haynes in his historical review had made the point 
that, until a few years ago the League had been on the de- 
fensive with respect to the fourth section—that is, it was oppos- 
ing efforts to make the section more rigid. Later, he said, the 
League voted in favor of repeal of the long-and-short-haul 
clause. 


Mr. Stiegler declared that unanimity in the League on 
repeal had not been as great as it had been made to appear. 

Among those participating in the discussion were W. H. 
Chandler, Charles R. Seal, A. L. Reed, John B. Keeler and 
M. N. Billings. 

The League adopted a motion of Mr. Haynes that the 
fourth section’s committee report of progress in line with previ- 
ous action of the League be received. 


In this report it was stated that the League at its annual 
meeting held in Chicago, Nov. 8 and 9, 1933, went on record 
in favor of repeal of the long-and-short-haul clause; that in 
1934 the League reiterated its position, and that pursuant to 
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the action of the League the original Petengill bill (H. R. 3263) 
was introduced. This bill, as amended by the House commit- 
tee on interstate and ‘foreign commerce, was passed by the 
House March 24, 1936, but it died in the Senate, no action 
having been taken by the Senate interstate commerce com- 
mittee. 


The League approved a recommendation of the export and 
import traffic committee, A. L. Reed, chairman, as approved 
by the executive committee, that the word “ocean” be stricke1 
from the name of the “ocean, intercoastal and coastwise trans- 
portation committee” and that it be designated as the ‘“‘com- 
mittee on intercoastal and coastwise transportation,” to avoid 
conflict in jurisdiction with the export and import traffic com- 
mittee. The League further approved a motion that matters 
relating to export and import commerce be referred to the 
export and import traffic committee. 


Election of Officers 


President Scott and Treasurer Campbell were reelected. 
C. W. Braden was elected vice-president. Regional vice-presi- 
dents were elected as follows: New England, R. W. Poteet; 
Southwest, A. L. Reed; Western Trunk Line, A. J. Koke; 
Central Freight Association, F. A. Doebber; Pacific Coast, I. 
Lyons; Northwestern, C. T. Vandenover; Trunk Line, George 
F. Hichborn; Southeastern, A. W. Carey. 


Caskie Discusses Motor Regulation 


Members of the League and guests at the luncheon Nov. 
19 at the Hotel Pennsylvania were taken behind the scenes of 
federal regulation of motor carriers in an address by Com- 
missioner Marion M. Caskie, member of division 5 of the 
Commission, which has direct supervision of the administration 
of the motor carrier act. 

“The administration of the motor ‘carrier act, the subject 
that I shall briefly discuss, has put upon the Commission one 
of the most difficult, and because of the multitude of carriers 
involved and the immense number of routes over which they 
operate, one of the heaviest tasks that it has been called upon 
to perform,” said Mr. Caskie. 

The commissioner then backed up his statement by out- 
lining the scope of the matters the Commission had to handle 
under the new regulatory legislation. 

After outlining the establishment of the Bureau of Motor 
Carriers and its sixteen regional offices. Mr. Caskie said the 
total personnel of the bureau was now 653, 452 of whom were 
in Washington and 201 in the field. 

Approximately 90,000 applications for certificates, permits 
or licenses, required by the act, had thus far been filed, said he, 
adding that in about half of these protests by other motor 
carriers, state commissions and railroads had been presented 
taking exceptions and asking denials in whole or in part. 

“The Commission realizes that it is vital that it act on 
the pending applications with the utmost expedition,” con- 
tinued he, adding, however, that one of the difficulties encoun- 
tered was that adequate information had not been sub- 
mitted by applicants and that much labor was necessary to 
correct that deficiency. 

Information in applications was being checked against the 
records and with the assistance of state authorities and Com- 
mission district directors and supervisors, said he, and the Com- 
mission expected through this plan and cooperation of applicants 
and protestants that*the necessity for hearings would be reduced 
substantially “and that it will be able to issue a large number 
of certificates, permits, and licenses within the near future.” ° 

Reference was made to the requirements of the act with 
respect to insurance of motor carriers, and the action of the 
Commission in that field. 


Traffic Section 


Outlining the functions of the section of traffic of the 
motor bureau, Mr. Caskie said that since its organization there 
had been tendered for filing more than 50.000 tariff publications, 
nearly 17,000 schedules, and about 1,900 copies of written 
contracts or memoranda of oral contracts, containing the rates, 
fares and charges of common carriers of passengers and prop- 
erty and contract carriers of passengers and proverty. Almost 
40,000 initial tariffs and schedules were tendered for filing in 
the last half of March this year, said he, adding that more than 
a thousand tariffs and schedules were rejected or returned for 
failure to conform to certain provisions of the act and tariff 
regulations. Continuing, he said: 


All of the tariffs and schedules tendered to date have been indexed 
and filed, and since April 1, 1936, have been made available for public 
inspection at the Commission’s Washington office. 

Powers of attorney and certificates of concurrence filed aggregate 
approximately 50,000. Applications for special permission to establish 
rates, fares, or charges on less than statutory notice numbered more 
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than 4,000, of which three-fourths have been granted and more than 
800 denied. Correspondence relating to tariff construction under the 
Commission’s tariff regulations consisted of over 100,000 letters re- 
ceived and written. For the use of the Commission and also of other 
branches of the government and shippers, nearly a thousand rate memo- 
randa were prepared. 

In addition to the public file of tariffs, schedules, and copies of 
contracts maintained at the Commission's Washington office, there is 
maintained also in each of the 16 district offices a file of the tariffs, 
schedules and copies of contracts issued by the carriers having their 
principal office in that district. 

Changes in rates, fares, or charges have been protested and sus- 
pension asked for in 217 instances. These protests covered not only a 
large number of tariffs or schedules filed by the carriers but many 
hundreds of rates. 

As yet, you who represent the shippers have filed no formal com- 
plaints attacking the lawfulness of motor carrier rates, although you 
have in some instances requested the suspension of changes in rates. 
That complaints are likely to arise seems evident, for there are many 
departures from uniformity in the rates charged by the motor carriers, 
even on the same commodities and in the same territory. It is rea- 
sonable, therefore, to anticipate that eventually the Commission will 
be called upon in formal proceedings to give consideration to many of 
the rates for the protection of the public as well as the carriers. It 
may also be anticipated that the Commission will, from time to time, 
be called upon to intervene in the competitive warfare between the rail- 
roads and the trucks, in order to set reasonable limits to the rate-cut- 
ting process. We are preparing to the best of our ability for such 
eventualities, bearing in mind that it is our duty to deal fairly and 
impartially with both classes of carriers, to the end that the relations 
between them may be improved and transportation by them coordi- 
nated. 

All applications for certificates of public convenience and necessity, 
for permits, and for licenses which require hearings are heard by the 
section of complaints through its examiners, or, by joint boards com- 
posed of representatives of state commissions, with the assistance and 
advice of examiners known as joint board agents, assigned to district 
offices. A very large number of such applications have been filed, and 
others are being received at the rate of approximately three hundred a 
month. All of the new applications will require formal hearings. 


Procedure Outlined 


All formal complaints attacking the validity under the motor car- 
rier act of rates and charges of motor carriers and all investigation and 
suspension matters are handled by this section. The policy is to dis- 
pose of rate complaints informally, wherever possible, but it is only 
a matter of time until it will be necessary for us to assign an increas- 
ing percentage of such matters for formal hearing. This section, at the 
direction of division 5, conducts investigations concerning the estab- 
lishment of various rules and regulations, the status of motor carriers, 
that is, whether they are common or contract carriers, and the extent 
of municipal areas, and of the zones adjacent to and commercially a 
part thereof. 


The recommended reports and orders of examiners and joint boards 
are served upon all interested parties, after which they are reviewed 
and recommendations are made fo division 5 as to whether such orders 
should be stayed, in the absence of exceptions, or be permitted to be- 
come the orders of the Commission. If the recommended orders are 
stayed or if exceptions are filed, both the reports and orders are con- 
sidered and disposed of by division 5. 


All administrative details in connection with the preparation and 
service of orders, assignment of cases for hearing by examiners or 
joint boards, preparation of itineraries of joint boards and examiners 
and selection of the places and dates of hearing are handled by this 
section. 

With the exception of those as to insurance and safety regulations, 
which were heard by division 5, the cases thus far have been heard by 
examiners of the section of complaints or by joint boards. There are 
177 of these joint boards. A total of more than 500 such boards is 
authorized by the act. On the joint boards already created 114 state 
representatives have served. The majority of the representatives have 
served on four or more boards. 


The section of complaints has received approximately 440 informal 
complaints, and of this number about 75 per cent have been adjusted. 
These complaints have been received in an ever increasing number 
during recent months; for example, 100 of the total number before 
mentioned have been received since September 1, 1936. 


The section of complaints also has handled approximately 15,000 
written inquiries since its organization. These inquiries, in the main, 
have related to legal questions and questions of administration. 


There are presently being assigned for hearing 300 cases a month, 
or substantially the maximum number that can be provided for by the 
section of complaints with its present organization and the joint boards 
thus far created. This means that at least one joint board representa- 
tive from each state commission is engaged in this work at all times 
and that our limited number of examiners is kept constantly engaged 
in hearing those cases which are not required to be referred to such 
boards. It was hoped that the number of hearings could be doubled 
within the near future so that the Commission might keep abreast of 
the large and increasing volume of work to be handled in this section, 
although this would have meant calling upon various state commissions 
for the full-time services of at least two of their members or employes. 
However, unless the Commission can obtain additional examiners, and 
clerical and stenographic forces, it will be utterly impossible to do 
this. The result will be criticism from all concerned, because of the 
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delay in assigning cases for hearing and in preparing reports and 
orders. 


Finance 


The section of finance assists division 5 in administering the pro- 
visions of the act under which motor carriers must obtain the Commis- 
sion’s authority to consolidate, merge, or purchase the properties of 
other motor carriers, or to issue securities or assume liabilities in ex- 
cess of $500,000. Rules and regulations governing procedure and ap- 
plication forms for use in this connection have been issued. To this 
section also are assigned all questions involving the substitution of new 
parties in interest in lieu of the original applicants for certificates and 
permits. It frequently happens that a common carrier files an applica- 
tion for a certificate, or a contract carrier for a permit, and later 
sells his equipment and rights under the application to another. The 
purchaser then requests that his name be substituted for that of the 
original applicant. One hundred and twenty-two applications for 
authority to consolidate, merge or purchase the properties of other 
motor carriers have been filed with that section; 118 applications have 
been docketed; hearings have been held on 79; and 15 additional ap- 
plications are set for hearing. Eleven applications for the issuance of 
securities or assumption of liabilities in excess of $500,000 have been 
filed. Division 5 has issued reports and orders on five of these appli- 
cations. Four hundred and five applications have been filed involving 
the substitution of new parties in lieu of the original applicants for 
certicates or permits, all of which have been docketed, 253 have been 
disposed of, 51 are under consideration, and 101 such applications are 
being held pending receipt of requested additional information. 

There seems to be a marked tendency in the industry toward uni- 
fication. Under the act the Commission is required to find that each 
such unification is consistent with the public interest. It will be nec- 
essary, therefore, for the Commission to watch this situation closely. 
The Commission anticipates that the work of the section of finance will 
increase because of this trend toward unification. 


Enforcement of the Law 


Commissioner Caskie also referred to provisions of the act 
relating to uniform system of accounts, etc., and regulations in 
the interest of safety, and the activities of the sections of 
accounts and safety. Speaking on the subject of enforcement 
of the act, the commissioner said: 


The section of law and enforcement of the bureau is divided 
into two branches, namely, the law branch and the enforcement 
branch. The law branch is engaged in the investigation of questions 
of law that arise in the construction of the act and in furnishing 
opinions upon such questions to the other sections of the bureau and 
to division 5; in advising as to the preparation of rules, regulations 
and forms required by the provisions of the act; in the preparation of 
orders to be issued by division 5, of tentative administrative rulings 
to be issued by the bureau, and of memoranda supporting such rulings; 
and in the preparation of annotations of the act, embracing its 
legislative history, its construction and interpretation, and similar 
history and interpretation of corresponding state statutes. 

The enforcement branch deals with violations or alleged vio- 
lations of the act. Alleged violations of the act are investigated 
either by special agents or by the bureau's field force. Detailed 
written reports are made of such investigations, and these, to- 
gether with all other data, are analyzed by attorneys for the purpose 
of determining and recommending appropriate steps to be taken in 
securing voluntary compliance with or enforcement of the act. 
Up to the present time nearly 3,000 complaints have been received. 
More than half of these have been or are now being investigated. 
Of the complaints made, approximately 350 have been closed or dis- 
missed for various reasons. Of those dismissed, 87 were so treated 
because voluntary compliance on the part of the carriers was ob- 
tained. Two hundred forty-five were dismissed because of insufficiency 
of the ground of complaint. Efforts of the field force are also directed 
toward securing voluntary compliance where possible, and this has 
been done successfully in countless cases. 


Division 5 has authorized criminal prosecution in a number of 
cases where the proof shows a clear and intentional violation of 
the law. This division likewise has authorized injunction proceed- 
ings in several cases. The section of law and enforcement has a sub- 
stantial number of cases on which it will recommend court action 
in the very near future. 


There is a strong public expectation of benefit from the es- 
tablishment of safety regulations. Responsible operators in the in- 
dustry likewise are expecting relief from recognized evils in re- 
spect to chaotic rates and unfair competition. Manifestly vigorous 
enforcement of the act is essential to its successful administration. 
I am of the view that for adequate enforcement the Commission 
will have to depend to some extent on the willingness of the in- 
dustry to police itself by reporting violations, and to a large extent 
upon the cooperation of other branches of the government and of 
state commissions and officials, as well as of the National Industrial 
Traffic League and other shipper and carrier organizations. Steps 
have already been taken to enlist this cooperation and have met 
with cordial and gratifying response. Though the task is great, I 


fee] that it is not beyond the Commission's ability to do a credit- 
able job. 


Reopening of Ex Parte 115 


In view of the action of the Commission in reopening 
Ex Parte 115, the League at its session Friday, gave further 
consideration as to the attitude it should take. 

After discussion, it was voted that the League should 
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oppose any continuation of the present emergency charges 
after their present expiration date of December 31. 

This action was taken in anticipation of a move to have 
the Commission permit temporary extension of the present 
charges pending determination of the reopened proceeding. 

The resolution adopted also reaffirmed the position taken 
in the resolution adopted the preceding day, that all tariffs 
involved be suspended and only such rates permitted to become 
venga as may be found justified by the Commission under 
the law. 

The League rejected a motion that it take no position with 
respect to temporary continuation of the present emergency 
charges. 

Government Ownership 


The League approved the report of its committee on gov- 
ernment ownership of railroads, recommending continuation 
of the committee’s educational campaign. 

Approval of a recommendation of the government owner- 
ship committee that the League have prepared a bill repealing 
the land grant obligation on the railroads and seek its passage 
in Congress was voted. 


A. C. & Y. REORGANIZATION 


The Akron, Canton & Youngstown Railway Co., by F. R. 
Hanrahan, president, and the Northern Ohio Railway Co., by 
S. E. Murray, president, have filed in the district court of the 
United States for the northern district of Ohio, eastern division, 
and with the Commission a plan of reorganization effective 
January 1, 1937. It is proposed that the A. C. & Y. and the 
Northern Ohio shall be consolidated into a new corporation to 
be known as “The Akron, Canton & Youngstown Railroad 
Company,” The lease of the Northern Ohio property assumed 
by the Akron and all liabilities thereunder and all intercor- 
porate accounts between the Northern company and the Akron 
company will be cancelled, according to the plan. All the securi- 
ties of the Northern company and the Akron company, except 
equipment trust certificates, will be surrendered. The general 
mortgage bonds, the preferred stock and the common stock of 
the Northern company, except the 797 shares of preferred 
stock not owned by the Akron company, will be cancelled and 
no cash or new securities will be issued in their place. accord- 
ing to the plan. All other securities of the Northern company 
and the Akron company will be exchanged for securities of the 
new company or cash and, together with the mortgages secur- 
ing any of them, will be cancelled, discharged and released. 

The present capitalization of the Akron company is $6,- 
339,375.03 and that of the Northern company $8,116,250, a 
total of $14,797,625.03. The proposed capitalization of the new 
company is $7,644,716.57. The annual fixed charges on present 
indebtedness of the Akron company and the Northern company, 
eliminating inter-company indebtedness, are $412,938, while 
under the plan of reorganization they will be $300,135. 

Finance No. 9923, Akron, Canton & Youngstown Railway 
Co. and Northern Ohio Railway Co. reorganization, has been 
assigned for hearing at Washington, January 5, before Ex- 
aminers J. V. Walsh and P. A. Conway. 


M. & ST. L. REORGANIZATION 


The fact that the Minneapolis & St. Louis for more than 
twelve years has been operated by receivers who have been 
unable to formulate a plan for its successful operation and have 
been unable to sell the property at a fair price, is convincing 
proof that some change must be made, says the brief of the 
applicants in Finance No. 10947, joint application of the Asso- 
ciated Railways Co. to acquire the lines and other properties 
of the Minneapolis & St. Louis, to abandon parts thereof, to 
issue securities and have parts of the line acquired by the 
neighbors of the Minneapolis & St. Louis for continued opera- 
tion. 

“It is obvious,” continues the brief, “that the operation of 
the railroad as a whole at a loss cannot be continued, notwith- 
standing the optimistic hopes of its present officers. . . . The 
plan submitted by the Associated Railways Co. and other 
applicants is the result of the thoughtful consideration by the 
executives of the most important railroad carriers in the middle 
west. Its soundness is further evidenced by the fact, disclosed 
by the record, that it is one sponsored in the first instance 
by the RFC, a sponsorship initiated only after the most thor- 
ough and painstaking investigation of the property and the his- 
tory of its operation. Temporary measures may prolong the 
patient’s life, but there is no ground to hope for permanent 
recovery.” 

In another brief the Associated Railways Co. and the other 
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railroads concerned, justified the proposals with regard to aban- 
donments of parts of the Minneapolis & St. Louis. 

Opposition to one phase of the abandonment plans is shown 
in a brief filed in behalf of the Northern Pacific. That company 
opposes abandonment of operation under trackage rights of a 
line owned by the Northern Pacific between Minneapolis and 
St. Paul. 

The Railway Labor Executives’ Association and the railway 
labor organizations submitted that the Minneapolis & St. Louis 
could earn sufficient revenues to operate independently; that 
the proposed plan would work an unnecessary hardship on its 
employes; that the dismemberment of the road was not justified; 
was not in the public interest, and that public convenience and 
necessity did not require or permit it. Therefore, they said, the 
Commission should deny the application. 


REDUCED MEAT RATES 


The Traffic World Washington Bureau 


Arguments were made before the entire Commission No- 
vember 19 in I. and S. No. 4214, meats and packing house 
products from Chicago, and petitions filed on behalf of Cen- 
tral Motor Freight Association, Inc., et al. and National Grange 
et al., for an investigation of the whole subject of rail and 
motor rates. In that case Examiner Disque recommended 
that the Commission find the reduced rates justified. He also 
said in substance in connection with the contention of trucking 
interests that the Commission should not pass on this case 
until it had investigated the truck rates that were offered as 
justification for the proposed reduction in railroad rates, that 
both rail and truck rates would have to stand on their own 
bottoms. 

Railroads proposed a reduction of about 35 per cent in 
rates on fresh meats and lesser reductions on packing house 
products with an increase in minima So that on fully loaded 
cars the revenue would be about the same, if not higher, than 
on the lower rates. They defended their proposals on the 
ground that they had to do something in an effort to regain 
traffic from the trucks. The railroads were supported by 
packers in the Chicago area, packers in other areas opposed 
the reductions because similar cuts had not been proposed in 
rates from their shipping points to the affected destination 
territory. The testimony in the case was that a very large 
percentage of the fresh meats and packing house products of 
the large Chicago packers was moving by motor vehicle. 

Assignment of time for argument was made to Edward A. 
Kaier, the eastern railroads; R. W. Fyfe, the western lines; 
Paul E. Blanchard, Armour & Co.; R. D. Rynder, Swift & Co.; 
W. H. Wagner, Iowa packers; C. R. Dineen, Cudahy Bros. Co.; 
George P. Boyle; Midwest Association of Meat Packers; F. M. 
Renshaw, Buffalo Chamber of Commerce; J. P. Breen, Best 
Foods, Inc.; J. T. Money, J. F. Jelke Co.; A. H. Brown, Cleve- 
land Chamber of Commerce; FE. L. German, Louisville Live 
Stock Exchange; Wilbur LaRoc, Jr., Eastern Meat Packers’ 
Association; Harry M. Slater, Central States Motor Bureau, 
and A. M. Geary, National Grange and others. 


CONSOLIDATED CLASSIFICATION NO. 11 


Consolidated Classification No. 11, .superseding No. 10, 
containing classification ratings in Official, Southern, Illinois, 
and Western territovies, has been issued under date of Novem- 
ber 16 to become effective December 24. The new publication 
contains 397 pages of classification ratings and rules. There 
are 142 additional pages containing lists of participating car- 
riers and the index of commodities. The classification is about 
the same size as its predecessor. New in the publication is a 
list of 167 participating motor carriers. The first printing order 
was for 57,000 copies and the entire production job was com- 
pleted in less than a fortnight. Copies were sent to the Com- 
mission October 14 and general distribution began October 16. 

Shippers will be particularly interested in extensive changes 
reflecting the unification of the first three classes in all terri- 
tories. This, according to those in charge, was accomplished 
largely through reductions in the western ratings, though some 
few increases were included. The step is toward classification 
simplification. 


RAIL REVENUES AND EXPENSES 


The Commission’s statistics on operating revenues and 
operating expenses of Class I steam railways for September 
and the nine months ended with September, 1936 and 1935, 
prepared from carrier reports by its Bureau of Statistics, 
follow: 
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covering freight and passenger train performance. 
*Includes $4,132,614 sleeping and parlor car surcharge. POO 





- 
i 
) September upon carriers and an income tax upon their employes, and for other oo 
} : 1936 1935 purposes. (Public No. 400, 74th Congress) 
1 Average number of miles operated ....... 236,685 237,617 $Includes credits to General Expenses in the amount of $7,361,639 on 
i : Revenues : account of reversal of charges previously made for liability under the 
i; Me ile es ali ec .......$ 291,772,425 $ 250,629,368 Railroad Retirement Act of 1934. 
i : I eral adi eles att aaah 2... 36,355,508* 30,824,345t pa gg nec 
f f a. SeaCRTeKpeines oped kuhnsivess papa T3ah. 16s REVENUE TRAFFIC STATISTICS wi 
if r All other transportation ............. 7,618,400 6,618,227 Revenue traffic statistics of Class I steam railways for 
ti f NT ee nn ota eee oe 7,541,731 6,147,144 August and eight months ended with August, 1936 and 1935, 
i i Joint facility—Cr. ................... 922,993 771,342 for the country as a whole compiled from carrier reports by lias 
te t Joint facility—Dr. ..........0.sececee. 240,807 170,798 the Commission’s Bureau of Statistics follow: 
itt cuntetneeaitaliiieses sncpenriniipupeaniinattg 
itd Railway operating revenues ...... $ 357,206,662 $ 306,946,095 Month of August 
| iy Expenses : AGGREGATES 1936 1935 
: Maintenance of way and structures ... 42,116,399 36,777,814 *1. Miles of road operated at close of no 
h I , Maintenance of equipment ........... 66,402,281 55,420,760 mnomthn, Dpcighkt: SOEvEGe  «....ci.essssees 235,193 236,273 3 
12 Mae ctita eansabcaictasisetass 8,233,557 7,665,560 *2, Miles of road operated at close of ro 
ss ee 116,220,055 103,868,344 month, passenger service ........... 179,346 “6 Cc 
; Miscellaneous operations ............. 3,187,625 2,587,521 3. Number of revenue tons carried ...... 150,360,715 117,814,491 
5% EE RE SE ae 13,018,388 12,138,809 4. Number of revenue tons carried one qu 
iH ? Transportation for investment—Cr. .. 625,045 387,372 es ORD Soin vocab cc suwvese’ 29,179,679 23,377,609 
ie! P a enchant 5. Freight revenue (whole dollars) ...... $283, 343,656 $235, 456,167 m 
i Railway operating expenses ...... $ 248,553,260 $ 218,071,436 6. Number of revenue passengers carried: lig 
i. Net revenue from railway operations .... 108,653,402 88,874,659 6-01. Commutation passengers ..... 20,094,951 18,980,618 st: 
4, Railway tax accruals .................... 26,861,239 20,805,702 6-02. All other passengers .......... 23,102,696 18,397,807 i 
| ee anieniiiaeiias Ri FIG do lan tns phgaiaioesn vneceS yan s 43,197,647 37,378,425 om 
hj Railway operating income ....... $ 81,792,163 $ 68,068,957 7. Number of revenue passengers carried in 
We Equipment rents—Dr. balance ........... 8,233,993 7,806,599 one mile: Si 
" Joint facility rent—Dr. balance .......... 3,392,144 2,913,093 701. Commutation passengers ...... 359,379,924 323,296,634 1; 
> > 7-02. All other passengers .......... 1,948,275, 987 1,531,624,024 
a Net railway operating income ....$ 70,166,026t $ 57,349,265§ TO3, Total ......+0-+-0eesseee evens 2,307,655,911 —1,854,920,658 te 
i Ratio of expenses to revenue (per cent) .. 69.58 71.05 8. Passenger revenue (whole dollars) : 
a, Depreciation included in operating ex- 8-01. Commutation fares ........... $3,636,049 $3,429,842 b 
ie SRE dash letidinddauhenidhneaneciest $ 16,079,065 $ 16,238,186 8-02. All other fares ............... $35,558,685 $30,299,142 
4 { Total maintenance before depreciation ... 92,439,615 75,960,388 8-03. Total ..........eeeeeeeeeeeeees $39,194,734 $33,728,984 01 
; Net railway operating income before de- *9. Passenger train-milest ............... 34,598,700 33,604,671 tc 
in” —— ene Hea eee 86,245,091 73,587,451 *10. Passenger car-miles (excluding club, 
a ¢ lounge, dining, observation, and % Ss] 
f *Includes $190 sleeping and parlor car surcharge. combination-passenger car-miles)§ .. 148,318,802 * n 
i +Includes $767,910 sleeping and parlor car surcharge. 10 (a). Passenger car-miles and_ club, v 
‘ tIncludes charges to Railway Tax Accruals in the total amount of lounge, dining, observation, and all g 
’ $5,346,172 itemized as follows: $1,458,054 for taxes under the require- combination-passenger car-miles)§ .. 183,170,276 162,412,633 li 
; ments of the Social Security Act of 1935, and $3,888,118 under the re- Eight Months Ended August 31 s 
: quirements of an Act approved August 29, 1935, levying an excise tax AGGREGATES 1936 1935 A 
-. 4 upon carriers and an income tax upon their employes, and for other “, : 
74 purposes. (Public No. 400, 74th Congress) 1. Miles of road operated at close of 2 
; §Includes credits to General Expenses in the amount of $396,149 on " age — — . Ayko f 235,393 236,566 
account of reversal of charges previously made for liability under the 2. Miles of road opera a cose © e Cc 
: Railroad Retirement Act of 1934 month, passenger servicey .......... 179,788 . 
, 3. Number of revenue tons carried ...... 1,068, 863,283 900,375,109 
: Nine Months 4. Number of revenue tons carried one t 
e 1936 1935 Ce a eer 212,513,069 179,532,892 1 
‘. Average number of miles operated ....... 236,909 238,071 5. Freight revenue (whole dollars) ...... $2,091,446,024 $1,775,546,978 
7% Revenues: 6. Number of revenue passengers carried: ( 
ik RE PNT ee ERE oe $2,385,034,198  $2,027,742,418 6-01. Commutation passengers ..... 174,668,320 171,287,141 I 
-% SR a el Rg A 307,232,396" 267,052,512+ 6-02. All other passengers .......... 147,358,083 122,798,340 
a2 # a ER 68,738,314 66,957,963 6-03. Total ......++++++++++eeeeeeees 322,026,403 294,095,481 
Ue gic RSS ag aa cpa 42,063,007 38,576,002 7. Number of revenue passengers carried ' 
ny All other transportation .............. 62,908,707 55,231,647 ue mime: 
% gc pina 58,303,257 50,849,698 7-01. Commutation passengers ...... 2,817,155,593 — 2,725,462,363 . 
io? SE IN, go. cinvcvncesesves 8,335,650 7,155,655 Soe ae SEE PUES «+ «+5050: 11,659,380,175 —_ 9,395,562,124 | 
at PO OE, isos veces coscvs doses 2,151,219 1,786,768 See ames isienvenssseee -Uelebsutes 14,476,535,768 | 12,131,004,487 
3 | sis 8. oo? —— — dollars) : ies 
Te . Commutation fares ........... ,130,170 $29,727,222 
#1 4 eae operating revenues ...... $2,930,464,310 $2,511,779,127 8-02. All other fares ............... $240, 357.924 $206 115.234 
bes Metetenence of wa BU pew es SeSis Se cues seve reese $270, 488,094 $235,842, 456 
y and structures ... 343,241,002 297,532,028 a i il 3 
te Maintenance of equipment ........... 577,504,867 500,605,348 O. PAMenGer SEO MET  .«. -----22+2+- 267,171,741 258,653,299 
2 . Traffic 74,486. 406 70,617 288 *10. Passenger car-miles (excluding club, 
Fi = ie SRS» CR Se RES i AR Roe oeuennaae pn pn lounge, dining, observation, and % 
. $ Miscellaneous operations Bere aaa al ed i 26. 324.700 22 487 851 combination-passenger car-miles)§ .. 1,077,003,634 ° 
at NT a 117.521 551 106.139.354° 10 (a). Passenger car-miles and _e club, 
WE Geral... 1... eee eee eeeeeee neces eens ene sere lounge, dining, observation, and all 
ba F Transportation for investment—Cr. .. ‘ : . ‘ combination-passenger car-miles)§ .. 1,335,800,369 1,196, 302,496 
ul Net FE song Adingrrtrad yen eae ati ete ae ym * New statistical item effective January 1, 1936. Where prior period 
4 ; Railway tax accruals i ite 231.403. 928 182.517 653 figures are not shown, they are not available. 
ee Sen eee ne eo : é : dninty +Represents an average of the mileage reported at the close of each 
Tt month within the period. 
; \ I nn pte ang = een paver tedi ins $ pie ene $ po tTrain-mile figures for 1936 are not exactly comparable with those 
Ts Joint facility sentir a... _.. oi 29.399 641 26 472.946 for 1935 because of a change in classification of mixed-train mileage. 
“ ; eee a : ‘ . However, this change does not seriously affect comparisons because 
(eal total mixed-train mileage for the year 1935 was only 10 per cent of 
gee Net railway operating income ...$ 434,864,004 321,201, 769§ 
LS) RET preterm ip creo nornyee as agg #0 Pemengee teeta eaten. 
f Depreciation included in operating ex- $Owing to a change in classification, the passenger car-miles for 
’ SR see a ee $ 145,141,657 $ 146,288,095 1936 are not exactly comparable with those reported for 1935. Totals 
Res Total maintenance before depreciation ti ‘ é 775 604 212 651 849.281 against item 10 (a) represent, as nearly as possible, the basis of com 
i* a2 Net railway operating income before de- ° ' . P pilation followed prior to revision of the classification and have been 
: EN tech hin EEe de ncbacesknebenss 580,005,661 467,489,864 constructed for both years from car-mile data in published statements 






tIncludes $6,742,528 sleeping and parlor car surcharge. D. & R. G. W. REORGANIZATION 
tIncludes charges to Railway Tax Accruals in the total amount of 
$40,440,780 itemized as follows: : $13,111,962 for taxes under the require- The Commission in Finance No. 11002, Denver & Rio 





ments of the Social Security Act of 1935, and $27,328,818 under the ree Grande Western reorganization has permitted the Uintah Basin 
quirements of an Act approved August 29, 1935, levying an excise tax Railroad League and W. H. Paul to intervene. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arizona.) Under international law, 
no law has any effect of its own force beyond limits of sover- 
eignty from which its authority is derived. (Southern Pac. R. 
Co. of Mexico vs. Gonzales, 61 Pac. Rep. (2d) 377.) 

Decisions of Supreme Court of United States on federal 
questions are binding upon state Supreme Court.—lIbid. 

Mexican railroad, which was initial carrier of cars of to- 
matoes to points within United States and Canada, held not 
liable for damage to tomatoes as an initial carrier under Inter- 
state Commerce Act amendment, where such railroad’s lines 
lay wholly without jurisdiction of United States, and its acts 
in connection with tomatoes were performed outside of United 
States (Interstate Commerce Act, Sec. 1, 49 U. S. C. A., Sec. 
1; Carmack Amendment, 49 U. S. C. A., Sec. 20(11)).—Ibid. 

Mexican railroad which was initial carrier of car of toma- 
toes which was to be shipped to Canada, held not liable for 
damage to tomatoes because ice was placed in bunkers of car 
before tomatoes were loaded, under evidence disclosing that 
original shipper ordered ice placed in bunkers of car and loaded 
tomatoes with full knowledge that ice was so placed.—lIbid. 

In action against railroad for damage to car of tomatoes, 
state statutes of limitation would apply, since Interstate Com- 
merce Act and its amendments, although regulating time in 
which carrier may by contract require notice of loss to be 
given or suit to be brought, do not affect ordinary statutes of 
limitations of state in which action may be commenced (Inter- 
state Commerce Act, Sec. 1, 49 U. S. C. A., Sec. 1; Carmack 
Amendment, 49 U. S. C. A., Sec. 20(11); Rev. Code 1928, Sec. 
2059, subd. 2, Sec. 2061, subd. 3).—Ibid. 

Where complaint may be construed as one in tort or in 
contract, latter will be presumed.—Ibid. 

Defense of statute of limitation is never favored, and if 
there is doubt as to which of two statutes apply, longest period 
is generally used.—Ibid. 

If action is, as matter of fact, on contract, mere fact that 
contract was breached through negligence of defendant does 
not in and of itself change action into one in tort.—Ibid. 

In action against railroad for damage to car of tomatoes 
because of failure to remove ice from car, wherein declaration 
was in contract, it was insufficient for plaintiff merely to show 
that tomatoes were received by railroad in good condition and 
were delivered to next connecting carrier in bad condition, 
but it must have appeared affirmatively that if tomatoes were 
so delivered damage was caused by something for which rail- 
road was responsible.—Ibid. 

Action against railroad for damage to car of tomatoes, 
which was commenced within four years of date when damage 
was sustained, held one in contract, and not in tort, and hence 
was not barred by limitation where bill of lading impliedly 
contained provision that railroad would safely carry and de- 
liver goods (Rev. Code 1928, Sec. 2059, subd. 2, Sec. 2061, subd. 
3).—Ibid. 

As respects railroad’s liability to shipper for damage to 
car of tomatoes because of presence of ice after shipper had 
ordered railroad to remove ice and guaranteed cost of removal, 
regulations of Interstate Commerce Commission held not to 
deny railroad right to withdraw ice from car at any time or 
place upon its line.—Ibid. 

“Negligence” is the doing of something which a party is 
under legal obligation not to do or failure to do something 
which he is under obligation to do, and whether particular act 
constitutes negligence is a mixed question of law for court, and 
fact for jury.—Ibid. 

If carrier which has goods in transit under contract to 
convey safely, knows that doing of particular act is necessary 
for safety of goods, and that such act may be performed by 
it without imposing upon it any burden for which it is not 
fully compensated, failure to protect shipment, as matter of 
law, constitutes ‘“negligence.”—Ibid. 

If railroad, which was requested by shipper of car of to- 
matoes to remove ice from bunkers guaranteeing cost of 
removal, could have removed ice from bunkers without un- 
compensated burden to itself, and failure to do so was proxi- 
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mate cause of damage to shipment, railroad would be liable 
for amount of damages.—Ibid. 

Carrier may require notice of claim of loss to be given 
within fixed time, and if it is not so given, liability will cease, 
and such provisions contained in contracts of carriers are 
usually upheld when time and manner of notice prescribed 
therein are reasonable, but right to make such contracts may 
be limited by statutory law, and regulation in contravention of 
statute is void.—Ibid. 

Action against railroad for damage to car of tomatoes 
held not barred because of failure to notify railroad within 
thirty days as required by bill of lading issued by initial Mex- 
ican railroad, such regulation being invalid as in violation of 
federal act requiring ninety days’ notice, so far as American 
railroad was concerned (Carmack Amendment, 49 U. S. C. A., 
Sec. 20(11) ).—Ibid. 

In action against railroad for damage to car of tomatoes 
because of railroad’s failure to remove ice from bunkers of 
car, whether tomatoes were damaged after they arrived at 
destination and whether proximate cause of damage was failure 
to withdraw ice when directed to do so by shipper, held for 
jury (Carmack Amendment, 49 U. S. C. A., Sec. 20(11) ).—Ibid. 

In action against railroad for damage to car of tomatoes 
which shipper had sold as in good condition at certain price 
prior to their arrival, and which because of damage shipper was 
compelled to sell at lower price, measure of damages was dif- 
ference between what shipper would have received and what 
he did receive, and not difference between market price had 
tomatoes arrived in good condition and their market value as 
damaged.—Ibid. 


CONSOLIDATED SOUTHWESTERN CASES 


Chief Examiner Ulysses Butler has written to counsel in 
No. 27401, wrought pipe and fittings, and No. 13535 et al., 
consolidated southwestern cases, advising them that the present 
assignment of dates for briefs in these cases has been vacated 
pending action on a petition of the carriers for further hearing. 
At the last hearing in these cases pertaining to wrought and 
cast iron pipe and fittings at Galveston in October, because of the 
interested carriers’ announced intention to make formal request 
for an adjourned hearing the presiding examiner held the hear- 
ing open subject to further action by the Commission. However, 
in view of the possibility the request for the hearing not being 
made the examiner assigned dates for the filing of briefs and 
these dates are now cancelled by the letter from the chief 
examiner. 


REORGANIZATION OF C. & N. W. 


The Commission, division 4, has assigned for further hear- 
ing Finance No. 10881, Chicago & North Western Railway Co. 
reorganization in Washington, January 19, at 10 a. m., before 
Examiners R. T. Boyden and J. V. Walsh. In connection with 
the assignment Secretary McGinty by notice said that at the 
further hearing further evidence would be received pertaining 
to the plan heretofore presented by the debtor, or pertaining 
to any other plan which may be presented pursuant to the 
provisions of section 77. 

The Commission has permitted the Chemical Bank & Trust 
Co. as successor trustee under the first mortgage dated July 
1, 1913, of the St. Louis, Peoria & North Western Railway 
Co., to intervene in this proceeding. 


RAILROADS AND SECURITY ACT 


Pending the outcome of the litigation involving the consti- 
tutionality of the railroad pension legislation embodied in the 
railroad retirement act and the taxing act, railroads, under pres- 
ent plans, will not begin making a deduction of 1 per cent from 
employes’ compensation January 1 under the social security act. 

The railroads, though attacking the constitutionality of the 
retirement and taxing acts in the courts, propose, in effect, to 
proceed for the time being under those acts which exempt the 
carriers and their employes from the old-age pension provisions 
of the social security act. 

The railroads are paying the employers’ tax imposed by 
the social security act for unemployment insurance. They were 
not exempted from the payment of that tax. 

The railroad retirement act, so far as old-age pensions are 
concerned, exempts the railroad employe from the old-age pen- 
sion provisions of the social security act. In other words, Con- 
gress provided that the railroad employe should obtain his pen- 
sion under the railroad retirement act and not under the social 
security act. The railroad pension taxing act exempts the rail- 
roads from the employer’s tax imposed by the social security 
act for old-age pensions. 

The railroads are making deductions from wages of rail- 
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road employes of 3% per cent and they are putting aside 3% 
per cent of their payrolls as required by the railroad pension 
taxing act. That act was declared unconstitutional in the 
federal district court of the District of Columbia only as it 
affected the railroads and employes of the Atlantic Coast Line 
who intervened in the case brought by the railroads. 

The court did not pass on the constitutionality of the rail- 
road retirement act which provides for payment of pensions of 
retired railroad employes from money in the federal treasury 
appropriated by Congress. Pensions are being paid by the 
treasury under certifications made by the Railroad Retirement 
Board. The treasury is not being reimbursed for such expendi- 
tures, however, by the collection of taxes from the railroads 
and their employes under the railroad pension taxing act. Un- 
der order of the district court the deductions from the compen- 
sation of employes made by the railroads are being held in a 
special account subject to the order of the court. 

If the Supreme Court of the United States should hold the 
railroad retirement act and pension taxing act unconstitutional, 
the railroads then would be confronted with the requirement of 
the social security act for collection from their employes of the 
tax of 1 per cent for old-age pensions. The railroads plan, it 
is understood, to advise their employes that they do not propose 
to begin making the 1 per cent deduction January 1 but that, 
if the railroad pension legislation is held unconstitutional, they 
propose to retain 1 per cent of the 3% per cent deductions 
made under the railroad pension taxing act to meet the 
requirements of the social security act. The remainder would 
be returned to the employes in that event. If the rail pensions 
legislation should be declared invalid, the railroads, of course, 
would have to pay the tax imposed on employers by the social 
security act’s old-age pension section. 

As was pointed out in The Traffic World, Sept. 19, p. 524, 
action by Congress may be necessary to straighten out the 
tangle that will result if the Supreme Court should do what 
the district court did—hold the taxing act invalid as to the 
carriers and the A. C. L. employes but not pass on the consti- 
tutionality of the railroad retirement act. The employes would 
be entitled on retirement to pensions from the federal treasury 
but the railroads would not be required to contribute to the 
treasury as required by the taxing act. 

In view of the fact that the railroad pension taxing act is 
not effective as to compensation received or paid after Febru- 
ary 28, 1937, the next Congress will have to enact a new taxing 
act if it wishes to continue in effect that kind of legislation. 
It may await the decision of the Supreme Court on the consti- 


tutionality of the pension and taxing acts before doing any- 
thing further. 


ANOTHER ADAMSON ACT? 


(By Thomas F. Woodlock in the Wall Street Journal) 


About twenty years ago the Adamson act established the 
eight-hour day for railroad workers. The result was a large 
permanent increase in the railroad wage bill. At that time 
neither the highway nor the canal had developed any compe- 
tition with the rail worth mention. We now are faced with a 
demand for a six-hour work-day for railroad employes, and 
there is every reason to believe that its effectuation is only a 
question of time. Things move fast nowadays and it is not 
rash to guess that the next four years are a period of sufficient 
amplitude to include all the stages necessary to its expression 
in law. Meanwhile, the railroad industry is fighting literally 
for its life with competitors on road, water and in the air, with 
results known to all who own its securities. 

As the case stands at present, the demand of the railroad 
workers would increase the total expenses of Class I railroads 
by something like $400,000,000. In the current year these roads 
will show something like $650,000,000 earned and available for 
interest on their bonds, dividends on their stocks and surplus. 
If the six-hour day had been in effect during 1936, the roads 
as a group would therefore have earned no more than about 
half their total fixed charges. 


Speaking broadly, the spokesmen for the railroad workers 
have not intimated that they were concerned with the result of 
the six-hour day so far as railroad net revenues are concerned. 
Perhaps they should not be criticized for that, seeing that their 
demand is predicated on broad social considerations and not 
upon any theory of profit-sharing with the industry itself. They 
have let it be inferred that the railroad labor wage is a first 
charge upon the railroad industry and that they are entitled 
as a minimum of justice to what they demand. The rights of 
owners to return on their property come next. Presumably the 
brotherhoods would not deny that there are such rights, but 
they do not consider that these are their affair. They would, 
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however, probably admit that the owners might not unreason- 
ably look to the public for recognition of some obligation in the 
circumstances—but that is their business and that of the public. 

Assuming, then, that another Adamson act is on the agenda 
for the reasonably near future, the question as to what is to 
be the position and the future of the railroads. Could we sup- 
pose that—as was the case after all depressions prior to this 
one—in the recovery now in progress their traffic would grow 
rapidly to new high levels, the question no doubt would be 
answered by the ability of the industry to meet the cost out of 
increased profits. We all hope that it will so settle itself—but 
who can be sure that it will? Suppose that it does not; suppose 
that the return of traffic is not in volume large enough to take 
up the increased wage cost—what then? Presumably the rail- 
road companies would ask the Interstate Commerce Commis- 
sion to find some more revenue for them by increasing rates. 
Presumably, too, the Commission would be extremely reluctant 
to grant the request in anything like the degree in which relief 
was needed. Furthermore, even did it really attempt to do 
so, there would be question whether the increased rates could 
be collected in face of competition by highway and canal. 
What then? 

Observe in such case the logic of the facts. The increased 
cost of labor, granted as a social obligation (that is, an obli- 
gation of society—all of us) would be in fact borne by a part 
of society—some of us—namely, by owners of railroad stocks 
and bonds. Those owners would have a just claim against 
society, viz., that the burden should be distributed over all of 
us in fair proportion. The simplest way in which this could be 
done is by a public guarantee of railroad net income large 
enough to provide at least a minimum fair return on property 
values; the deficit in net income being met from general taxa- 
tion. That would be the simplest way, but can anyone reason- 
ably suppose that what we call public opinion as represented 
by political opinion would stop at what would surely be called 
(though incorrectly) a subsidy to railroad security owners with- 
out insisting upon an extension of public control as would inevi- 
tably develop into public ownership and operation? 

Not this writer, at all events. In face of the facts he can 
but conclude that whether or not we shall escape public own- 
ership and operation of our railroads now depends upon whether 
or not we get a large and prompt increase in railroad traffic 
and revenue—and it will have to be really large and really 
prompt. 


Cc. N. S. & M. LABOR STATUS | 

The Commission, by division 3, in railway labor act docket 
No. 7, Chicago, North Shore & Milwaukee Railroad Co., in a 
report written by Commissioner McManamy, has found that 
that company’s line falls within the exemption proviso of section 
1 (1) of the railway labor act, as amended June 21, 1934. The 
proceeding was instituted at the request of the National Media- 
tion Board. Commissioner McManamy said that undoubtedly 
this was a close or border line case but that considering the 
views expressed by the courts’ doubt as to the status of this rail- 
road had to be resolved in favor of the carrier’s contention that 
it was exempt from the provision of the labor act. The receivers, 
the Amalgamated Association of Street and Electric Railway 
Employes and the International Brotherhood of Electrical 
Workers contended the road was exempt because most of its 
revenue came from passenger operations. 


COMMON CARRIER ANNUAL REPORTS 


The Commission, division 4, has changed its routine re- 
specting annual reports to be submitted to it by common car- 
riers by railroad, pipe line, sleeping cars and other agencies 
subject to part I of the interstate commerce act. 

Heretofore the Commission has sent copies of forms to be 
filled by the reporting carrier together with a letter notifying 
the recipient that the Commission “by minute” entered at one 
of its regular conference, had directed the making of a report 
on the forms enclosed. 

This year forms are being sent out with letters of that sort 
but also a formal order by the Commission instead of merely a 
minute directing the making of the report in accordance with 
the forms attached. The order directs the making of reports for 
the year ended December 31, 1936, and for “each succeeding 
year until further order, in accordance with the annual report 
form which is hereby approved and made a part of this order.” 


Cc. & E. |. REORGANIZATION 


In Finance No. 9952, Chicago & Eastern Illinois reorgani- 
zation, the Commission has permitted the Reconstruction 
Finance Corporation to intervene. 
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Transport Association Action 


Reaffirms Stand Against Government Ownership at 
‘Chicago Meeting—Begins Fight on Six-Hour Day 
Proposals—Gordon Elected President 


The Transportation Association of America, in a series of 
meetings at Chicago, November 16 and 17, reaffirmed its po- 
sition in opposition to government ownership and operation 
of transportation and government interference in business gen- 
erally. The action was taken, first, by the acceptance by the 
policy board of the annual report of Donald D. Conn, exec- 
utive vice-president, and later adoption of that report by the 
membershin, and secondly, by the adoption by the executive 
committee of a statement of position in opposition to moves 
toward a six-hour day by railroad labor unions as tending to 
force the railroads into the hands of the government. 

The policy committee met November 16 and the member- 
ship the following morning. Immediately after the adjourn- 
ment of the membership meeting there followed meetings of 
the association’s board of directors and its executive com- 
mittee. 

The membership meeting adopted the report of Vice- 
President Conn, which read, in part, as follows: 


Since 1930, there has been a marked growth in public philosophy 
in favor of government ownership—particularly of utilities, railroads 
and natural resources. The doctrine of government ownership has 
not only been adopted as a major objective in the strong political 
coalition between farm and labor interests, but is being openly advo- 
cated by all except two railroad brotherhoods, in conjunction with 
the International Order of Longshoremen and such other organizations. 
The whole structure of private ownership of these great instrumentali- 
ties is in serious jeopardy. 

Largely due to thirty years of punitive and restrictive federal 
and state legislation, the financial position of many important trans- 
portation companies no longer attracts the private investor. The 
claim is made by many intelligent people that the lack of a sound 
national policy, embodying a just recognition of the credit require- 
ments of private ownership does, in itself, support the political forces 
who seek government ownership as a first step in the general program 
of socialism. 

Those who advocate government ownership as a national policy 
are pursuing four distinct methods of approach to gain their ends: 

(1) The imposition of costly regulation which private agencies 
cannot withstand. Under this classification is embraced the demands 
of organized labor for wage scales and working time, totally dis- 
regarding the ability of industry to pay. 

(2) Actual competition of government with many lines of private 
business, including transportation and public service corporations. 

(3) The prosecution of federal and state investigations, obviously 
designed for the purpose of discrediting the principles of private own- 
ership in the public mind. . 

(4) Political misrepresentation of the true meaning of the principle 
of private enterprise as the arch in the keystone of our American 
form of government. 

In summary, the drive towards government ownership represents 
a definite part of a revolutionary philosophy looking to the destruc- 
tion of private enterprise by the centralization of power in the hands 
of a bureaucracy wholly incapable of avoiding political manipulation 
in the exercise of that power. To assume that such a transition is 
not possible in this country is to discount the very facts of the progress 
made by government ownership advocates during the past six years. 
Those who oppose the rules of minorities and the consequent trend 
toward socialism have complacently dismissed the possibility of success 
of these un-American forces with the self-assurance that ‘‘it can’t 
happen here.’’ The lack of a constructive policy in the business 
world in defending the principle of private enterprise and improving 
the application of the idea to modern conditions has permitted our 
social and economic structure to drift into its present state of un- 
certainty. A revived courage to protect this principle is a prime 
requisite at the present time. 

Whether we like to contemplate it or not, the fact remains that 
socialism has obtained a real and menacing foothold in this country. 
The question is whether our business leadership will recognize the 
challenge. . 

Merely to oppose government ownership will not, in itself, avoid 
it. From 1887 to 1920, the theory of regulation was one of restriction 
and punishment, with the result that prior to the World War, the 
individual investor had received little consideration from government. 
Not until the passage of the transportation act of 1920, did Congress 
recognize, for the first time, that the assumption of control over rates 
and services necessarily contemplated, in fairness to investors, a 
definite obligation to protect the credit position of the many trans- 
portation agencies. However, this law was enacted upon the premise 
that the railroads had become a monopoly in the transportation field. 
Subsequently, the development of our highway, air and water services 
has rendered the act obsolete under present day conditions. 

One of the first objectives of this association is the incorporation 
of a sound public policy in a new federal transportation act, with 
correlary legislation in each of the several states. 


The Obligation of Transportation 


At this time, when America stands at the crossroads of private 
or future government ownership, the best public interest demands that 


PAGE 1009 


conflicts between the various modes of transportation should be mini- 
mized, and if possible, eliminated. Disagreements among various 
agencies, with resultant confusion of public opinion, invites socialistic 
attack against each and every group in the transportation field. Never 
was there a more opportune time for the leadership of our rails, 
highways, air and waterway agencies to present a constructive pro- 
gram of coordinated service to the American public. 

Regardless of present differences within the respective industries, 
all modes of transportation should stand foursquare against the pol- 
icies of government which might tend to weaken the structure of 
private ownership. It is apparent that government ownership of any 
one form of transport means government ownership of all. 

This association is not concerned with the selfish interests of 
groups within or outside the transportation field. Any ultimate 
solution of this problem is wholly dependent upon viewing the ques- 
tion from the standpoint of what is best in behalf of the public 
generally. This is the foundation upon which the entire program of 
this association has heen built. * * * 

Including those individuals, whose membership is provided for as 
a part of the cost of corporate dues, the total membership of the 
association now exceeds 33,000. Over 500 concerns in agriculture, 
industry and finance, in addition to transportation agencies have joined 
the association during the past year. The membership is open to 
all individuals, firms and corporations regardless of profession. It 
has been the policy of the management to keep the membership 
well balanced so that all phases of our national economy would 
be proportionately represented. 

The incorporators of the association purposely refrained from 
accepting initial underwriting or financial sponsorship from any 
particular group. The operations of the association have been defrayed 
only from membership dues. The total expenditures from April 16, 
1935, to November 1, 1936, amounted to $114,717.98. 

This association offers a common meeting ground for all organi- 
zations, corporations and individuals who believe in upholding the 


principle of private enterprise for the conduct of American business 
institutions. 


Board Members Elected 


The following were elected to serve on the association’s 
board of governors: 


Cc. J. Abbott, president, National Livestock Producers’ Association, 
Lincoln, Neb.; D. S. Adams, president, Adams Transfer and Storage 
Company, Kansas City, Mo.; Orval W. Adams, executive vice-president, 
Utah State National Bank, Salt Lake City, Utah; Sydney Anderson, 
vice-president, General Mills, Inc., Minneapolis, Minn.; Col. Leonard P. 
Ayres, vice-president, Cleveland Trust Company, Cleveland, O.; F. R. 
Bigelow, president, St. Paul Fire and Marine Insurance Company, 
St. Paul, Minn.; George A. Blair, general traffic manager, Wilson and 
Company, Inc., Chicago; George R. Carr, vice-president, Dearborn 
Chemical Company, Chicago; Charles A. Clark, president, Beatrice 
Creamery Company, Beatrice, Neb.; Donald D. Conn, executive vice- 
president, Transportation Association of America, Chicago; H. T. 
DeBardeleben, president, DeBardeleben Coal Corporation, Birmingham, 
Ala.; J. T. Fleishel, president, Cain-Hurley Lumber Company, St. 
Louis, Mo.; M. L. Fleishel, president, Putnam Lumber Company, 
Shamrock, Fla.; Arthur A. Frank, president, Union Metal Products 
Company, Chicago; H. M. Freer, vice-president, Standard Brands, 
Inc., New York City; T. A. Gantt, general traffic manager, Corn Prod- 
ucts Refining Company, New York City; Col. Edgar S. Gorrell, presi- 
dent, Air Transport Association of America, Chicago; Homer B. Grom- 
mon, president, Farmers National Grain Dealers’ Association, Plain- 
field, Ill.; Richard Hackett, vice-president, Central Manufacturing Dis- 
trict, Chicago; W. J. Hammond, vice-president, Inland Steel Company, 
Chicago; T. T. Harkrader, director of transportation, The American 
Tobacco Company, New York City; L. O. Head, president, Railway 
Express Agency, Inc., New York City; George F. Hichborn, general 
traffic manager, U. S. Rubber Company, New York City; C. C. Hine, 
vice-president, Globe Grain and Milling Company, Los Angeles, Cal.; 
Roscoe C. Hobbs, president, Hobbs-Western Company, St. Louis; J. A. 
Hoffman, vice-president, The Motor Haulage Company, Brooklyn, N. Y.; 
J. M. Hood, president, The American Short Line Railroad Association. 
Washington, D. C.; Carl S. Horn, president, Nebraska Cooperative 
Creameries, Inc., Hay Springs, Neb.; Thomas B. Huff, president, 
American Serum Company, Sioux City, Ia.; W. E. Humphreys, presi- 
dent, Jacobs Motor Transfer, Washington, D. C.; J. L. Keeshin, presi- 
dent, Keeshin Trans-Continental Freight Lines, Chicago; A. W. Loasby, 
vice-president, National Distillers’ Products Corporation, New York 
City; George B. Logan, general counsel, National Association of State 
Aviation Officials, St. Louis; James L. Madden, vice-president, Metro- 
politan Life Insurance Company, New York City; Edwin B. Meissner, 
president, St. Louis Car Company, St. Louis; Perrin C. Miller, execu- 
tive vice-president, Albert Miller and Company, Chicago; W. F. Morris, 
Jr., vice-president, National Steel Corporation, Pittsburgh, Pa.; L. C. 
Newlands, vice-president, Oregon Portland Cement Company, Port- 
land, Ore.; Stuyvesant Peabody, president, Peabody Coal Company, 
Chicago; J. J. Pelley, president, Association of American Railroads, 
Washington, D. C.; A. A. D. Rahn, vice-president, Shevlin, Carpenter 
and Clarke Company, Minneapolis; Geo. E. Scott, president, American 
Steel Foundries, Chicago; George S. Stevenson, president, Stevenson, 
Gregory Company, Hartford, Conn.; C. D. Sturtevant, president, Bart- 
lett, Frazier Company, Chicago; John S. Swift, president, John S. 
Swift Company, Inc., St. Louis; H. G. Taylor, chairman, Western 
Association of Railway Executives, Chicago; F. M. Traynor, president, 
Florida Portland Cement Company, Tampa, Fla.; W. J. Williamson, 
general traffic manager, Sears Roebuck and Company, Chicago. 


Meeting of the Board 


At the board meeting a resolution was adopted providing 
for the election of three administrative vice-presidents, as dis- 
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r LARGEST BRIDGE in the world opened last week. As you 
read this, automobiles are speeding over San Francisco Bay 
on the new bridge between San Francisco and Oakland—8'% miles 


from end to end. 


Our job was the hauling, storing and delivering of steel, 


cement, and other material to the men who built it. 


The records show we handled our part neatly and competently. 
Because the size of the job was unprecedented, we had to meet 
many new problems in an unprecedented way. We built 3,000 
feet of new track, for instance, hired barges and extended the 
Oakland Yards right out to the middle of San Francisco Bay. We 
delivered steel to the derrick hooks and thousands of carloads 


of cement and aggregates to the mixers. 


The bridge is finished three months ahead of schedule. There 
it stands today, a monumental tribute to the men who built it 


and an emphatic recommendation for our freight service. 


Southern Pacific's freight service is dependable 
and elastic. It is geared to handle everything 
that can be moved— everything from grapes THE SAN FRANCISCO-OAKLAND BAl#¥o 


j : end, 8% miles. Length over water, 41/2 mileqpe 
to steel girders—and to get them there quick- joined together at a gigantic mid-bay anchodgt 
ly, safely and on time. What's your problem? foot cantilever span and a series of truss spa 
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orld’s largest. Length from end to decks. The upper deck (now open) has six automobile lanes. The lower deck has three lanes 

Consists of two suspension spans for trucks an lee and will have two standard-gauge electric railway tracks. The two highest 
mtough Yerba Buena Island, a 1400- towers of the suspension spans rise 515 feet. Length of main suspension spans, 2310 feet. Max- 
te approaches, The bridge has two imum clearance of the bridge is 226 feet above the Bay. 
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tinct from the corporate vice-presidents. Another resolution, 
adopted unanimously, abolished the policy board, assigning its 
duties to the executive committee. A third resolution, also 
adopted unanimously, placed the management of the affairs 
of the association into the hands of a new management com- 
mittee to consist of the president, the chairman of the board, 
the executive vice-president, the vice-president in charge of 
research and education and the chairman of the executive 
committee. The following officers and members of the exec- 
utive committee were elected: 


Chairman of the board, Mr. Harkrader; vice-chairman of the board, 
Mr. Huff; president, J. A. Gordon, New York City; executive vice- 
president, Mr. Conn; corporate vice-presidents, Mr. Carr, Mr. Ander- 
son and Mr. George Stevenson; administrative vice-presidents, Mark M. 
Jones, New York City, in charge of research; George M. Cook, Chi- 
cago, in charge of publicity; Col. Eric Fisher Wood, Pittsburgh; 
secretary, Edith C. Krogh; treasurer, Perrin C. Miller; assistant treas- 
urer, George M. Cook. 

Executive committee: Mr. Madden, Mr. Abbott, Mr. Adams, Mr. 
Anderson, Mr. Bigelow, Mr. Blair, Mr. Carr, Mr. Gordon, Mr. Grom- 
mon, Mr. Harkrader, Mr. Head, Mr. Huff, Mr. Geo. B. Logan, Mr. 
J. J. Pelley, and A. W. Sherwood, Toledo, O. 


Executive Committee Action 


The executive committee, after electing Mr. Madden chair- 
man, adopted changes in the schedule of dues of the associa- 
tion which had the effect of making the prescribed assessment 
for each class of sustaining membership a minimum instead 
of maximum, up to the ultimate maximum $1,500 a year. 
The maximum for individual railroads was increased from 
$1,000 to $1,500 a year. It was also decided to solicit and ac- 
cept contributions, aside from dues, for the purpose of build- 
ing up a fund to be devoted exclusively to research work. 

The research committee was instructed to prepare and 
disseminate factual material intended to combat the move 
toward a six-hour day on the railroads, and a statement pre- 
pared by that committee was submitted to the meeting and 
adopted. It was as follows: 


It is reported that leaders of railroad union labor will press for 
the enactment of legislation by the Congress of the United States 
to require that the railroads give eight hours’ pay for a six-hour day. 
This question was the subject of a special study by the Interstate 
Commerce Commission and is covered by its report issued as house 
document No. 496, 72nd Congress. The following from the report 
summarizes the estimated effect of such a measure: 

‘‘Expenses: (a) Assuming the same volume of traffic and operations 
as in 1930, and assuming no reduction in the then existing compen- 
sation for an eight-hour or other basic day's work, the initial effect 
would be to increase operating expenses of the carriers collectively, 
including the express and sleeping car companies, at the rate of ap- 
proximately $630,000,000 per year, or about 14.6 per cent of the op- 
erating expenses and approximately 22.2 per cent of the pay roll 
expenses in 1930."’ 

The actual effect in a given year in the future, of course, will 
depend upon the amount of work required by the roads to handle 
the traffic. However, a mandate of the federal government to rail- 
roads to increase their expenses $630,000,000 or any substantial pro- 
portion thereof immediately would require answer to the question: 
What will the railroads use for money? Where are the hundreds of 
millions of dollars to come from? Expenses cannot be increased with- 
out increasing income as the additional cost has to be paid somehow 
and some time. 


No one objects to reasonable attempts to improve the earnings of 
railroad and other labor but the great question is how to do it so 
that the loss is not greater than the gain. This is a more acute prob- 
lem in the case of the railroads than in other business because the 
basis of railroad wages has been prescribed by federal laws for twenty’ 
years with the consequence that most of roads are in a weakened 
financial condition. 

So the enactment of the proposed legislation would mean: 

1. That the patrons of the railroads will have to pay the bill. 

2. That if the traffic attains the levels of 1930 the bill will be 
approximately $630,000,000 more than it actually was in 1930 and in 
proportion if the traffic is greater or less. 

3. That there is no reasonable basis for an increase in railroad 
wages of 22 per cent when they are already at predepression high 
levels—higher than those for comparable work in any other industry. 

4. That if shippers, passengers, farmers and others do not pay 
enormously increased rates the alternative is that the government 
soon will be required in some way to pay the cost of such special 
privileges to railroad labor out of the United States treasury and 
this means further increase in taxation. 

5. That arbitrary and forced increases in railroad expenses weakens 
the competitive position of the roads as against other forms of trans- 
portation and may soon require extension of similar measures to the 
other forms of transportation if the principle of regulated competition 
is to be continued. 

6. That a large and abrupt increase in transportation costs will 
soon be reflected in large increases in the prices of articles that farmers 
must buy with greater advantages to labor as consumers than to farmers 
as producers. 

7. That arbitrary increases in railroad labor costs have in the 
past forced resort to methods and facilities that reduce the amount of 
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employment and will continue to do so in the future just as in all 
business so that there can be no reasonable basis for consideration 
of a six-hour day bill as a means of reducing unemployment. 

All who disbelieve in government ownership and operation of 
transportation must be alert against covert attempts to force indirectly 
what will not directly command the approval of public opinion. Few 
want public ownership and operation of transportation but it may in- 
directly be made necessary by making it impossible for private enter- 
prise to be financially successful. 

Some may have particular reservations about our transportation 
systems but none can ignore the fact that transportation represents 
the front line trench of private enterprise in the United States. All 
business in this country rests upon the principle of private enterprise. 

The association proposes to develop its program along lines which 
will bring about greater cooperation among all forms of transporta- 
tion in a common effort to improve service and lower costs so far 
as it may be possible to do so in the public interest. It desires to 
see transportation labor justly compensated but it points out that the 
railroads exist for transportation service to all the people and not 
for the benefit of a particular and specially privileged class. 

Especially would it regret to see unsound measure of the char- 
acter under consideration become a motivating factor in the kind of 


tragic inflation which ultimately would mean that nobody wins and 
everybody loses. 


Mr. Huff reported as retiring president and urged the new 
administration to take up its work with vigor. He stressed 
especially the resumption of the publication of the association’s 
monthly bulletin, the balancing of the association’s budget 
and the acceleration of its field work in obtaining sustaining 
members. 

Henry A. Palmer, editor and manager of the Traffic World, 
spoke on invitation, stressing the necessity for direct and force- 
ful action on the part of the association in what he termed 
the present critical time. He said government ownership was 
a probability and that the association should begin to fight 
aggressively now before the proposals took concrete form. 


TRANSPORT DEPARTMENT 


Revival of the proposal that there be created a federal 
Department of Transportation, possibly with the support of 
President Roosevelt, may develop at the next session of Con- 
gress, it is believed. 

Commissioner Eastman, in his address last week before 
the Academy of Political Science, said there was need for such 
a department. Said he: 


Modern science is developing means of transportation so fast, 
and the government has so great a stake in transportation, even 
financially, that I believe that it should deal with transportation prob- 
lems in still another way, in addition to the present system of regula- 
tion. The Interstate Commerce Commission is distinctively a tribunal, 
set up to deal with controversies and specific matters, and its time is 
fully occupied by this quasi-judicial and administrative work. There 
is need for a department, not so engrossed, which can keep in s#slose 
touch with the transportation situation, watch developments, study 
the larger problems, foresee dangers which are impending, promote the 
cause of coordination, and advise both the President and the Congress 
in regard to transportation policies. Many countries, notably Great 
Britain, have a Ministry of Transport, which functions in this way 
and also performs strictly administrative duties with respect to trans- 
portation which are scattered in our own government among a large 
number of bureaus. The establishment of such a department of trans- 
portation here is worthy of consideration. My own inclination is 
to prefer a nonpolitical, independent agency, associated with the 


Commission. However it may be worked out, the general idea has, 
I believe, much merit. 


This subject was gone into by Mr. Eastman in his 1934 
report as Federal Coordinator of Transportation. He discussed 
the need for planning, prevention and coordination in the field 
of transportation. His conclusion at that time was that there 
should be a federal coordinator of transportation who would be 
a member of an enlarged Interstate Commerce Commission. 
He pointed out in that report that President Roosevelt, as a 
candidate for President in his Salt Lake City speech of 1932, 
had said that “one chief cause of the present railroad problem 
has been that typical cause of many of our problems, the entire 
absence of any national planning for the continuance and opera- 
tion of this absolutely vital national utility.” Mr. Eastman 
also called attention to the fact that the Transportation Con- 
ference of 1933-34, organized by the Railway Business Associa- 
tion, said there appeared to be a function with regard to trans- 
port development, which might be termed promotion, but which 
was not suitable for vestment in a quasi-judicial tribunal. It 
said there should exist in the federal government an agency 
charged with the task of observing the general development of 
all forms of transport, of counseling with transportation agen- 
cies and with public authorities concerning that development, 
and of exercising leadership in transportation through confer- 
ence with the several transportation groups. 

Mr. Eastman in the report referred to said a cabinet de- 
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partment might be created to deal with the subject, but he held 
that transportation was essentially a technical subject and 
should be dealt with accordingly. He said it was vital that it 
be kept out of politics, so far as possible. Referring to the 
Minister of Transport in Great Britain, Mr. Eastman made the 
point that there the executive and legislative branches of the 
government were in harmony, normally, while in the United 
States the President and Congress were often in discord. 

“In these circumstances,” said he, “a nonpolitical officer 
would have an advantage over a cabinet member in dealing 
with the two branches of the government. It is also the fact 
that there is a degree of permanence below the top in the 
personnel of the British executive departments, owing to well- 
established traditions in the civil service, which we do not 
enjoy in the United States.” 


PICK-UP AND DELIVERY 


The three-judge court in the District of Columbia which 
heard the case brought by American Trucking Associations, 
Inc., against the United States, the Commission, the Penn- 
sylvania and other carriers, to prevent the pick-up and deliv- 
ery tariffs from becoming effective Nov. 16, declined to inter- 
fere with the tariffs becoming effective that date. 

In a brief order issued Nov. 14, the court composed of 
Justice Groner, of the D. C. Court of Appeals and Justices 
Wheat and Bailey, of the federal district court, said: 


Upon consideration of the motion of the plaintiffs for a stay order, 
pending decision on the motion for interlocutory injunction, directed 
to the defendant railroad companies, of the tariffs published by them 
pursuant to the authority granted in the order of the Interstate Com- 
merce Commission of October 13, 1936, entitled Docket Nos. 4191 and 
27425, the court is of the opinion that said application should be de- 
nied and the same is accordingly denied. 


At the conclusion of argument late the preceding day the 
court had announced it would rule the next day on the request 
for a stay order and that it would endeavor to announce its 
decision with respect to the granting of an interlocutory in- 
junction within a period of ten days. 

“If we understand correctly the language included in the 
bill of complaint filed in this case,” said the Commission in 
argument submitted in a statement by Daniel W. Knowlton, 
chief counsel, and P. J. Farrell, assistant chief counsel, “the 
plaintiff is asking the court to set aside the orders mentioned 
for the reason that, in making them, the Commission did not 
apply to the transportation covered by them the provisions of 
the motor carrier act, 1935, which is Part II of the interstate 
commerce act, while the other provisions of that act have 
been legally designated Part I. A full reply to this contention, 
however, is that Part II does not apply to the pick-up and deliv- 
ery transportation mentioned.” 


Much of the argument went to the issue thus stated by Com- 
mission counsel. The court stated it appeared there were three 
points involved: First, the right of complainants to bring the 
suit; second, whether irreparable damage had been or could 
be shown, and third, whether the Commission was mistaken in 
its assumption that Part II of the interstate commerce act did 
not apply to the pick-up and delivery activities of the carriers. 
Included in the counsel who participated in the argument were 
C. E. Cotterill, Edward S. Brashears and Harry C. Ames for 
the trucking interests; and E. M. Reidy for the Commission; 
and R. M. Smith, J. S. Flannery and Bowden Craighill for the 
rail carriers. 


Application for an interlocutory injunction filed in equity 
No. 84-107, Merchant Truckmen’s Bureau of New York vs. 
United States of America, Interstate Commerce Commission, 
Delaware, Lackawanna & Western, was denied by a three-judge 
court composed of Circuit Judge Thomas W. Swan, and Dis- 
trict Judges William Bondy and Vincent L. Leibell. The opin- 
ion was written by Judge Swan. He said the court was of 
opinion that the petitioner’s right to a permanent injunction 
after final hearing was much too doubtful to justify the granting 
of an interlocutory injunction. 

“It is doubhtful whether the petitioner has any standing 
to maintain the suit, whether the orders of the Interstate Com- 
merce Commission are of a character which the court may 
set aside, and, even on the assumption that they are of such 
character, whether on the merits of the controversy adequate 
cause exists for annuling them,” said the Swan opinion. 

On the issue as to whether the Commission had erred 
when it held that it was not necessary for the railroads to 
obtain certificates of convenience and necessity as required by 
section 206 (a) of the motor carrier act of 1935 for the motor 
vehicles to be used in performing pick-up and delivery serv- 
ice, the court held squarely against the truck organization. 

“But even if it be assumed that the court has power to 
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vacate the orders,” says the opinion, “the arguments for exercis- 
ing the power are of dubious persuasion. It is urged, first, 
that the railroads may not engage in pick-up and delivery 
service without having. secured from the Commission cer- 
tificates of convenience and necessity as required by section 206 
(a) of the motor carrier act of 1935. The Commission held, and 
we think rightly, that by reason of the definition in section 
203 (a) (14) the requirement that such certificates be secured 
is not applicable to the service in question. Moreover, if sec- 
tion 206 (a) were violated, it may well be doubted whether any 
party other than the Commission may complain. See 49 U. S. C. 
A., section 322 (b).” 

As to a contention by the truck interests that the Com- 
mission’s action was contrary to and without support in 
the evidence, Judge Swan said it would suffice to say that 
the court had examined the record sufficiently to form the 
opinion that it was unlikely that that contention could be 
sustained. He said it was based in large part on the 
theory that carriers were bound to offer evidence of reason- 
ableness of rates even when they proposed a voluntary re- 
duction. That argument, Judge Swan added, was rejected in 
Anchor Coal Co. vs. U. S. 25 Fed. (2nd) 462, 474 (S. D. W. Va.). 
Finally the judge said the petitioner continued that the Com- 
mission applied an erroneous theory of law, commonly referrred 
to as the “added traffic theory” in finding that the proposed 
rates would be reasonabe. The judge said the validity of that 
contention was put in doubt by Baltimore & Ohio vs. U. S., 
298 U. S. .., quoted at page 476 of the Commission’s report. 

The doubts of the court were as to whether the bureau had 
any standing to maintain the suit because it was not apparent 
how the bureau itself would suffer any legal damage by 
reason of the orders of the Commission or the proposed action 
of the railroads in operating a pick-up and delivery service 
in accordance with the schedules which became effective 
Novembber 16. 

“If as is urged,” says the opinion, “the suit may be 
considered a _ representative suit on behalf of its mem- 
bers, it is doubtful whether the members themselves have 
any standing to maintain the suit. The contemplated action 
of the railroads will impair the economic position of local 
truckmen by depriving them of the competitive advantage 
they have heretofore enjoyed. Such an interest is enough 
for intervention in an administrative proceeding before the Com- 
mission and the petitioner, as representative of its member 
truckmen, was allowed to intervene in that proceeding. 
That fact would entitle them to intervene in any suit brought 
by a party having the right to challenge the validity of 
the Commission’s order. But an interest which justifies inter- 
vention on the administrative proceedings is not necessarily 
enough to give the right to maintain an independent suit to 
vacate the Commission’s order.” 


The court also commented on the question as to whether 
it had power to set aside the orders in this case, pointing out 
that they were within the Commission’s administrative dis- 
cretion with which the courts could not interfere. 

The Master Truckmen of America, Inc., whose members 
are truck operators in the New York City area, has filed 
suit against the Commission and railroads in the district 
court for the southern district of New York seeking an injunc- 
tion against the pick-up and delivery tariffs. 

A thought in Washington at the time the pick-up and de- 
livery tariffs of the eastern railroads became effective was 
that no attempt would be made, right away, to harmonize 
the difference in the minimum rates to be paid as a condition 
precedent to a less-than-carload shipment became entitled to 
free pick-up and delivery service. (See Traffic World, Nov. 14, 
p. 963.) The idea back of that was that it would be better 
to put off moves toward harmonizing until after the federal 
courts in Washington and New-York had made final disposi- 
tion of the suits brought by the trucking interests. 

Any move by railroads before that time to have the Com- 
mission change its decision in the case establishing the mini- 
mum rate at 45 cents a hundred, it was figured among those 
making policy for the railroads, would tend to bring confusion 
into the main issue which was as to whether the Commission 
was right when it construed the motor carrier statute so as 
to make it unnecessary for the railroads to proceed under 
that part of the interstate commerce act in respect of the 
motor vehicles used in making pick-up and delivery. The 
railroads are in disagreement among themselves as to what 
the minimum should be. The 30-cent minimum they proposed 
when they filed their tariffs, it is understood, was itself a 
compromise. Some of the eastern railroads had fought for 
a 25-cent minimum while others had proposed 40 cents. In 
addition there was disagreement between the railroads having 
forwarding companies operating over their railroads and those 
not having such adjuncts. 
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It was assumed by the railroad traffic men that the truck- 
ing interests, if they lost on the merits of their suits, the first 
acts of the courts having been merely the refusal of restrain- 
ing orders, would appeal the cases with a view to getting them 
to the Supreme Court of the United States in the shortest 
possible time. When that was done, the railroad policy men 
thought the railroads that were dissatisfied with the situation 
might begin moves for a change with the least possible damage 
to rail interests. 

Asked as to whether or not the Illinois railroads intended 
to hold in abeyance any attempt to harmonize the differences 
in the minimum rates, R. A. Sperry, chairman, Illinois Freight 
Association, said he supposed that was a question that could 
be answered only by the traffic executives of the eastern roads. 
So far as he knew, he said, there was no definite decision to 
postpone action until after the federal court at Washington 
had decided what it was going to do about a permanent in- 
junction. 

The Illinois lines, he said, had submitted alternate pro- 
posals for bridging the difference between the eastbound mini- 
mum and the westbound minimum in the overlapping territory. 
The first suggested an application by all of the eastern rail- 
roads to the Commission for rescinding that part of its order 
that made the 45-cent minimum. If that was done, the matter 
of the minimum to be used would become one of “managerial 
discretion.” The second proposal was to petition the Commis- 
sion to place a minimum on the truck rate to be paid as a 
condition for pick-up and delivery service comparable with 
the 45-cent rail minimum prescribed in the pick-up and de- 
livery order. 

It was made clear that the proposals submitted to the 
eastern carriers were in no sense matters for acceptance or 
rejection by them but merely a statement of the issue for 
discussion. Apparently, from what could be learned, further 
conferences among the interested railroads awaited word from 
the eastern lines. 


GREYHOUND LINES’ MERGER 


Greyhound Lines, in nine finance applications, have asked 
permission to consolidate or merge their properties and to 
issue stock for the purpose of retiring $1,909,220 of indebted- 
ness, including $1,747,340 of indebtedness of the Southeastern 
Greyhound Lines or its wholly owned subsidiaries. The appli- 
cations follow: 


MC-F 153. Southeastern Greyhound Lines ask for authority to 
issue $106,029 aggregate principal amount of preferred dividend scrip 
payable three years from date of issue with interest at rate of 3% 
per cent per annum, and convertible, at holder’s option, into $20 par 
value 6 per cent cumulative non-convertible preferred stock on the 
basis of 1% shares and $1.50 cash for each $31.50 face value of the 
scrip, and to deliver the scrip in payment of $106,029 aggregate prin- 
cipal amount of cumulative -unpaid dividends to September 30, on 
the outstanding preferred stock; also to issue 16,830 shares of $20- par 
value 6 per cent cumulative preferred stock (non-convertible) in ex- 
change for 3,366 outstanding shares of $100 par value 7 per cent 
cumulative preferred stock on the basis of 5 shares of new stock for 
each share of old preferred stock; also to issue 123,480 shares $5 
par value common stock in exchange for the 6,174 outstanding shares 
no par value common stock (having a stated value of $100 a share) 
on the basis of 20 shares of new stock for each share of old common 
stock; also to issue and to sell at par 28,121 shares $20 par value 6 
per cent cumulative preferred stock (convertible at holder’s option 
at any time within 5 years from date of original issue on basis of 
1% shares of common stock for each share of convertible preferred 
stock) and at not less than $11.20 a share 120,250 shares $5 par value 
common stock, for purpose of retiring $1,909,220 of indebtedness, In- 
cluding $1,747,430 of indebtedness of the company and $161,880 of in- 
debtedness of the company and/or its wholly owned subsidiaries; also 
to issue 5,049 shares $20 par value non-convertible preferred stock for 
conversion of scrip; and to issue 42,182 shares $5 par value common 
stock for the conversion of the 28,121 shares convertible preferred 
stock. 


MC-F 154. Atlantic Greyhound Corporation, Atlantic Greyhound 
Lines, Va., East Coast Stages, Inc., and the Safeway Transit Co., 
Inc., ask authority to merge by liquidating Atlantic Greyhound Lines, 
Va., East Coast Stages, Inc., and the Safeway Transit Co., Inc., leav- 
ing the Atlantic Greyhound Corporation as the survivor. 

MC-F 156. Southwestern Greyhound Lines, Inc., and Golden Eagle 
Southern Lines, Inc., ask authority to consolidate and merge by liqui- 
dating and dissolving Golden Eagle Southern Lines, Inc. 


MC-F 157. Northland Greyhound Lines, Inc., and Northland-Grey- 
hound Lines, Inc., of Illinois, jointly ask authority to distribute and 
transfer to Northland Greyhound Lines, Inc., effective midnight De- 
cember 31, 1936, all rights, franchises, privileges, property and assets 
of Northland-Greyhound Lines, Inc., of Illinois, subject to all lia- 
bilities and obligations of that company, in complete liquidation of 
Northland-Greyhound Lines, Inc., of Illinois. 

MC-F 158. Pennsylvania Greyhound Lines, Inc., of Delaware, 
Pennsylvania Greyhound Lines of Indiana, Inc., Peoples Rapid Transit 
Co., Ine., P. G. L. of Illinois, Inc. (formerly Pennsylvania Greyhound 
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Lines of Illinois, Inc.), Pennsylvania Greyhound Transit Co., ask au- 
thority to merge their properties and operations into the Pennsylvania 
Greyhound Lines, Inc., effective midnight, December 31, 1936. 

MC-F 159. Central Greyhound Lines, Inc., of Delaware, Centra] 
Greyhound Lines, Inc., of New York, Central Greyhound Lines, Inc. 
of Michigan, Pennsylvania Greyhound Lines of New York, Inc., ask 
authority to consolidate or to merge their properties in Central Grey- 
hound Lines, Inc., effective midnight, December 31, 1936. 

MC-F 160. Capitol Greyhound Lines (Virginia), Capitol Greyhound 
Lines, Inc. (Indiana) ask authority to consolidate or to merge their 
properties and operations into Capital Greyhound Lines, effective miqd- 
night, December 31, 1936. 

MC-F 155. Golden Gate Stages, Kern County Transportation Cor- 
poration, Pacific Auto Stages, Pacific Greyhound Lines, Inc., Peninsula 
Rapid Transit Co., Pickwick Stages System, Southern Pacific Motor 
Transport Co., and Union Auto Transportation Co., ask for authority 
for a complete liquidation and distribution of their property to Pacific 
Greyhound Corporation. The application of the companies to be liqui- 
dated is joint with that of the Pacific Greyhound corporation. 

MC-F 161. Southeastern Greyhound Lines ask authority to acquire 
all the property and assets of wholly owned subsidiaries and to liqui- 
date those subsidiaries. The subsidiaries named for absorption are 
Southeastern Greyhound Lines of Alabama; Southeastern Greyhound 
Lines of Tennessee; Southeastern Greyhound Lines, Inc. (a Delaware 
corporation); Barnes Brothers, Inc.; Capitol Coaches, Inc.; Colonial 
Short Line Co. of Tennessee, and Gold Seal Transit Co. Wholly owned 
subsidiaries which are not involved in this transaction are South- 
eastern Greyhound Lines of Indiana, Inc.; Motor Coach Service Co.;: 
and North Branch Transfer Co. The transaction, says the application, 
will simplify the financial and corporate structure, do away with 


unnecessary corporate units and simplify operations, thereby serving 
the interests of all concerned. 


In MC-F 154, 158, 159 and 160 the applicants say they 
“submit that the foregoing transaction is not one within sec- 
tion 213 of the motor carrier act and that the application should 
be dismissed by this Commission for want of jurisdiction.” 

The applications cover nineteen companies, which, under 
the plan shown by the applications, are to be reduced to six 
in number. 

The Commission, by division 5, the one having adminis- 
trative charge of motor carrier matters, has assigned for hear- 
ing at Washington, before it, Nov. 27, at 9 a. m., thirteen Grey- 
hound Line merger applications, consisting of MC-F 110, merger 
in Atlantic Greyhound Lines (Va.) of Old South Lines, Inc., 
and twelve others of a similar character. 

_ Without saying why it had so acted, the Commission, by 
division 5, in MC-F 110, merger in Atlantic Greyhound Lines, 
(Va.), of Old South Lines, Inc., has denied the request of the 
Atlantic Greyhound Lines, that its petition authorizing the 
merger be dismissed. 

In its motion to dismiss, the Atlantic Greyhound Lines said 
that the application was not one needed to have been filed 
with the Commission. It asserted that dissolution and liquida- 
tion of its solely owned and operated subsidiary, as proposed 
in this application, was not a transaction which required the 
authorization by this Commission under section 213 of the 
motor carrier act. The applicant said that on the effective 
date of the motor carrier act it was and still continued to be 
the owner of the entire capital stock of the Old South Lines, 
Inc. The proposed liquidation, the applicant said, was not a 
consolidation, merger, purchase, lease or contract to operate 
properties of two or more carriers which were theretofore in 
separate ownership, but that in fact and in truth at all times, 
the ownership was identical. 


ORGANIZATIONS UNITE AGAINST TRUCK PEDDLER 


Eighty-four trade associations, representing grain, coal, 
lumber, seed, hay, fruit and vegetable producers, shippers and 
receivers in the states of Missouri, Kansas, Oklahoma, Texas, 
Colorado, New Mexico, Nebraska, Iowa and Illinois, have joined 
the Associated Southwest Country Elevators in combating the 
itinerant truck peddler, according to a bulletin issued by the 
committee on truck regulation of that association. The bulle- 
tin said that many of these associations were persuaded to join 
in the movement because of “disconcerting” replies received by 
the association to 8,400 questionnaires sent to country grain 
elevators. These replies, the committee said, showed that the 
truck peddler was making “vast inroads on these dealers, hun- 
dreds of whom have been forced to abandon their businesses.” 

“Briefly,” said the bulletin, “after months of study and 
surveying the situation from many angles, it was found that 
every conceivable business and even the existence of small com- 
munities was threatened. This association brought forth a 
definite program for action and urged the support of the prin- 
cipal allied trades.” 

In keeping with the program state committees have been 
named. These committees, working with the cooperation of 
the allied trade associations, will seek to obtain state legisla- 
tion designed to curb the operations of the itinerant trucker, 
the bulletin said. 
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PROPOSED MOTOR REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC 50009, application of Newman Transportation Co. By 
Examiner W. W. McCaslin. Served Nov. 16. Examiner recom- 
mends denial of permit authorizing continuance as a contract 
carrier of commodities generally between Winston-Salem, N. 
C., and Baltimore, Md., Philadelphia, Pa., New York, N. Y., 
and intermediate points, the examiner finding that the opera- 
tions were those of a common carrier. The examiner recom- 
mended an order requiring discontinuance of operation. Although 
the application was filed prior to February 12, 1935, the exami- 
ner said no grandfather clause rights were claimed. 

MC 35220, applications of Frank Z. Myzie. By joint board 
No. 67, composed of Thomas L. Hanson of New Jersey and 
Russell Wolfe of Pennsylvania. Seryed Nov. 16. Board recom- 
mends denial of applications for a certificate and a permit to 
operate over the same routes both as a common carrier and a 
contract carrier of coal between Plainfield, N. J., and Scranton, 
Pa., for want of prosecution. 

MC 19199, application of Penn Bus Co. By joint board No. 
117, composed of Noel F. George of Ohio. Served Nov. 16. 
Board recommends denial of certificate to operate as a common 
carrier of passengers, baggage of passengers, light express and 
newspapers, between Cleveland and Akron, O., on the ground 
that there had been no showing of public convenience and 
necessity. 

MC 3495, application of West Virginia Transportation Co. 
By Joint board No. 118, composed of James P. Tierney of West 
Virginia. Served Nov. 16. Board recommends issuance of cer- 
tificate authorizing continuance of operation as common carrier 
of passengers, etc., between points in West Virginia and to 
engage in special or charter operations by reason of having 
been engaged in such operations on June 1, 1935, and continu- 
ously since then. 

MC 2908, application of Capital Motor Lines. By joint 
board No. 107, composed of W. H. Turner of Tennessee. Served 
Nov. 16. Board recommends dismissal of application on a find- 
ing that the application for a certificate authorizing the trans- 
portation of passengers between Jasper, Tenn., and Chatta- 
nooga, Tenn., had already been the subject of a recommended 
order, the only difference between the two proceedings being 
that different highways were used for part of a route between 
the termini mentioned. 

MC 17873, application of Raymond A. Daughenbaugh. By 
joint board No. 74, composed of Harold E. West of Maryland 
and Russell Wolfe of Pennsylvania. Served Nov 13. Appli- 
cation for permit to operate. as contract carrier of commodities 
generally between Baltimore and Hazelton, Easton and Pitts- 
burgh, Pa., dismissed at applicant’s request. 

MC 31819, application of Urpo Orvokki Enroth. By joint 
board No. 28, composed of Alex Grouchy of Louisiana and 
Gillis Cato of Mississippi. Served Nov 13. Application for per- 
mit to operate as contract carrier of poultry, live stock, feed, 
grain, and groceries between New Orleans, La., and Ocean 
Springs, Miss., between New Orleans and Jackson, Miss., and 
between New Orleans and Laurel, Miss., denied because of 
failure of applicant to appear at hearing. 

MC 42537, application of George Cassens & Sons. By 
Examiner H. C. Lawton. Served Nov. 13. Application for cer- 
tificate authorizing operation as common carrier of automo- 
biles, auto parts, and accessories, between points in Kentucky, 
Illinois, Iowa, and Missouri dismissed on motion of applicants. 

MC 50159, application of Bert G. Cole. By Examiner P. S. 
Peyser. Served Nov. 13. Recommends permit authorizing ap- 
plicant to operate in interstate commerce as a contract carrier 
of lumber by motor vehicle from Hatton, Ark., to points in 
Oklahoma and Texas over irregular routes. ' 

MC 50254, application of William Edwin Fell. By Joint 
board No. 130, composed of Jud P. Wilhoit of Georgia, R. O. 
Self of North Carolina, and John C. Coney of South Carolnia. 
Served Nov. 13. Application for permit authorizing operation 
as contract carrier of commodities generally in South Caro- 
lina, Georgia and North Carolina, denied for want of prosecu- 
tion. 


MC 160 and MC 50926, application of Harry Levenberg, 
doing business as Harry’s Transfer. By joint board No. 67 
composed of Thomas L. Hanson of New Jersey and Russell 
Wolfe of Pennsylvania. Served Nov 14. Certificate as common 
carrier of general commodities between Vineland, N. J., and 
Philadelphia, Pa., recommended. Permit as contract carrier 
over the same routes proposed to be denied. 
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MC 9609, application of R. L. Smith for extension of 
operations. By joint board No. 45, composed of A. F. Harvey 
of Oregon and W. D, Lane of Washington. Served Nov. 14. 
Denial of permit to operate as contract carrier of petroleum 
by motor vehicle, Portland, Ore., to Walla Walla, Wash., and 
75 miles of territory adjacent thereto recommended, the board 
saying that the applicant had wilfully and flagrantly violated 
the statute by carrying on operations in extended territory 
served by other truckers. 

MC 42787, application of Louis J. Ross, doing business as 
The Ross Cartage (two applications). By joint board No. 117. 
composed of Noel F. George of Ohio. Served Nov. 14. Board 
recommends denial of application to operate as a common 
carrier between Toledo and Maumee, O., on a finding that 
applicant’s operations are those of a local cartageman only 
not subject to the motor carrier act; also denial of application 
to operate as contract carrier between Toledo and other points 
in Ohio on the ground that the applicant’s operations do not 
subject him to the motor carrier act. 

MC 50439, application of Becker Transportation Co., Inc. 
By Examiner Paul R. Naefe. Served Nov. 14. Examiner 
recommends denial of application to continue operation as a 
contract carrier of fuel oil and gasoline between points in 
Massachusetts, New Hampshire, Connecticut, Rhode Island, 
New York and New Jersey and the requirement that the appli- 
cant ceases operations within 30 days after service of the 
order unless he files an amended application as a common Car- 
rier, in which event the examiner said the applicant should 
be permitted to continue as a common carrier until the Com- 
mission’s further order. 


PAYMENT OF MOTOR FREIGHT CHARGES 


Hearings in Ex Parte BMC 1, the Commission-instituted 
proceedings to formulate rules and regulations governing the 
settlement of rates and charges by motor common and con- 
tract carriers, came to an end with a one-day session before 
Examiner Coyle at Chicago November 18. Most of the testi- 
mony entered that day was contributed by members of the 
industrial traffic council of the Chicago Association of Com- 
merce. In introducing the first of these witnesses, A. H. 
Schwietert, assistant traffic director of the association, said 
the council took the position that the Commission had no 
right under the law to make regulations as to the payment of 
charges to contract carriers. He said that point would be 
developed further in the association’s brief. Such testimony 
as was to be entered by members of the council, he added. 
went only to the kind of regulations that ought to be adopted 
by the Commission for the payment of common motor carrier 
charges. 

S. L. Felton, general traffic manager, Acme Steel Com- 
pany, general chairman of the council, said it was his and the 
council’s view that the Commission ought to allow a period of 
at least fifteen days for the payment of motor freight charges. 
He said that period ought not be considered a credit period, 
but merely the time necessary for the performing of the me- 
chanical details of checking and paying. He said there were 
a number of good reasons in support of his position and 
enumerated them as follows: 





1. Motor carriers have not yet reached a point where the presenta- 
tion of freight bills is in an orderly manner or the method of such pres- 
entation uniform. We cannot depend upon receiving bills at a certain 
time. They may be présented on the day following shipment or ten 
days following. Not all carriers are alike in this regard, and due to 
that circumstance, it is possible to pay some bills within a week but 
others not under two weeks. We have a few carriers who uniformly 
submit bills once a week in an efficient, businesslike manner but these 
same bills range from one to six days old. 

2. A large number of bills, in the aggregate, are received without 
proper identification references. Unless these bills are returned to the 
carrier, the payment is delayed by an excessive amount of checking to 
ascertain the proper shipment to which it applies. If they are returned, 
then time is required for that to be accomplished. 

3. We find a great many rate and extension errors in motor carriers 
freight bills. This necessitates careful checking before payment. Even 
after bills are corrected and paid on the proper basis we frequently 
must engage in correspondence with the motor carrier explaining the 
application of its individual or agency tariff. This leads us to believe 
the rate and audit departments of many motor carriers are not yet 
well organized. 

4. A great many shippers’ tariff files of motor carrier tariffs are 
still in an incomplete stage. This is due to our inability to obtain cur- 
rent supplements and new tariffs promptly. In the use of a truck line 
with whom we have little contact we frequently must delay payment of 
freight bills until the governing tariff can be obtained. Experience has 
taught us we may not rely on the accuracy of the charges shown by 
motor carriers unless such charges are confirmed by a perusal of the 
tariff. 

5. A number of motor carriers do not submit freight bills except 
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from their head offices. These are often at distant points and consider- 
able time frequently is lost in this manner. On prepaid shipments it 
is usually several days before freight bills are received from distant 
general offices and then, if complications arise, a further loss of time 
is caused by necessary correspondence. 

6. The lack of a well organized auditing and accounting department 
leads to the submission of many duplicate freight bills by motor car- 
riers. This requires a large amount of checking and rechecking by 
shippers if bills are paid within a short time after receipt. The ship- 
per’s record of payment must be carefully kept if he is to avoid dupli- 
cate payments. It is not reasonable to expect, then, that shippers will 
expedite payment of freight bills if they are likely to be called upon in 
many instances to verify such early payment by returning duplicate 
bills submitted by the carriers. 


8. Many of our members have distant branch offices and ware- 
houses out of which truck shipments are made and all of these can- 
not be manned by well organized traffic departments nor hold com- 
plete tariff files. Due to inaccurate charges shown in motor carrier 
freight bills, it is not good business practice to pay such bills without 
being first checked by home offices. This requires a lapse of time but 
to pay them without this first verification would involve a large num- 
ber of overcharge claims which should not be required. 

9. There is a good and sufficient reason why shippers are not willing 
to pay freight bills of motor carriers until the charges shown thereon 
are found to be correct. Well organized claim departments of motor 
carriers are not yet in existence and so much time elapses between the 
filing of overcharge claims and the settlement thereof that shippers 
must take every precaution to avoid the necessity of filing such claims. 
We believe shippers should have sufficient time to verify the correctness 
of freight charges before payment is required of them so that all un- 
necessary additional work may be avoided. 


W. H. Ott, Jr., general traffic manager, Kraft-Phenix 
Cheese Corporation, said that, in formulating its regulations, 
the Commission should separate the obligation of the shipper 
to pay in a prescribed period from the obligation of the carrier 
to submit bills promptly. Generally, his testimony supported 
that of Mr. Felton, as did that of H. P. Kahl, Sprague Warner 
and Company; R. M. Vowels, Montgomery Ward and Company; 
and C. G. Nelson, John F. Jelke Company. 

R. J. McBride, president, Chicago Motor Express Terminal, 
testifying for the Central Motor Freight Association, in which 
he said 300 motor truck operators were united, said 75 per 
cent of those operators favored a 15-day credit period. Asked 
what the other 25 per cent wanted, he said their desires ranged 
from 48 hours to 30 days, with the larger operators tending 
toward the shorter periods. 

R. J. Laubenstein, Green Bay, Wis., Association of Com- 
merce, said the 150 industries affiliated with his organization 
also thought the credit period ought to be at least 15 days 
from the date of the tender of the freight bill. He asked the 
Commission to fix the rules for motor charges without refer- 
ence to those in effect for rail charges. 

E. C. Robinson, Standard Oil Company of Ohio, Cleveland, 
said the mechanics of sending freight bills from many branches 
for payment by the home office of his company made the 15- 
day period absolutely necessary. 

E. H. Bunnell, vice-president, finance, accounting, taxation, 
and valuation department, Association of American Railroads, 
explained on the record the circumstances that led up to adop- 
tion of the rail credit rules. He said he wanted to give the 
Commission all the information he could, because he felt it 
might be helpful and because there was a competitive element 
involved. He said the granting to shippers of motor credit 
terms too much more liberal than those permitted on railroad 
charges might have the effect of shifting some tonnage from 
the rails to the trucks. 


MONEY FOR HIGHWAYS 


State highway departments received $902,010,000 for high- 
way purposes in 1935, according to reports of state officials 
to the Bureau of Public Roads of the U. S. Department of 
Agriculture. Allocations from payments by highway users in 
registration fees, gasoline taxes, motor-carrier taxes and tolls 
on state operated bridges and ferries produced $589,818,000 or 
98 per cent of the income from state revenue sources, accord- 
ing to the bureau. 

Federal funds received amounted to $219,381,000; $20,- 
366,000 was derived from counties and other local sources; 
$55,883,000 from sale of bonds and notes; and $16,562,000 was 
appropriated from general funds or derived from miscellaneous 
sources. 

State highway department expenditures amounted to 
$848,355,000, of which $416,412,000 was for construction and 
$184,458,000 was for maintenance. Other expenditures for 
equipment, administration, state police and interest on highway 
debt brought the total expenditure for state-administered high- 
ways to $713,066,000. 

Retirements of bonds amounted to $55,756,000 and $79,- 





533,000 was transferred for use on local and park roads or was 
used for non-highway purposes. 

The income for highway purposes and total expenditure for 
those purposes of each of the states are given below: 


Total Income Total Expenditures 








State 1,000 Dollars 1,000 Dollars 
II? sida whch bin win Sew diy wads ace: & ete 13,856 12,197 
SN? 5. 5.c ur oars bine x wie Be cké na bk Oa Le 5,499 5,631 
SE kos oie eos oaks re > a bn re 15,161 15,102 
CL ec Fue sc cuc cys ak pes du abSss ox006 6 39,934 37,802 
EE, jude sont Eko Uv. dude aw ewekbleaee 8,600 7,781 
SE Ss (cukd bichvs kod See sowie eaee 24,093 16,898 
DN hat tae aaa sce nadoaraeS 3,101 3,613 
ER hb 5iyS one uu cd bien KOSS SR ew ee 11,145 11,548 
IE Tinos win ad f War wo uM cal ead Ata Sn oe 16,545 16,479 
RUE EES SP i epee eae, aes 5,669 6,105 
cucu nd geome ah saw dae tee eee ets 37,693 42,729 
EN, 94:5 SOs Wa Wielcw bebe huakaV Sak 6s wed 18,969 17,953 
SS catanlay wes a uke ue bieke eee De nae cn cles 21,593 22,239 
SE eco vinls pack Se pe eck Cae eay ene bene 18,953 17,949 
oe, Se ee Sieve teem 17,667 18,806 
RE Fe Oe os oan ee Re a 21,550 19,022 
CE Hitt. cds Gas eat weds Uw wks eek ice ae 12,109 11,671 
RR re ie Aen reer 16,007 14,700 
ER re eee 39,268 36,719 
RS aR ey ep oO op ae 26,591 23,653 
RA a FE REGIS Ny RARER P 25,073 22,950 
ll ep Ree ER gr YI a 9,824 9,976 
a xh oer a Mia tces da a-ak chee area SOTO 25,875 27,661 
EE EEE ike Balas Su sUR Gre aes he eae 8,300 7,633 
ES SG aud CaS cna hnd bere WS vee es 9,975 10,379 
TD ew ie rk bw sen ones e eee 4,666 4,587 
EPPS OP et ae rr F 6,530 6,165 
DR it ee sone pan Soaleas ww an 25,473 26,771 
NN ET STOO Pee Pe 7,301 7,359 
ER RP es pees aes 7,187 54,770 
CE See 28,083 
Ek dE tre woe b nee Su 4,969 4,911 
OS Cottage) nin tain piers eee ad aoe a es 29,135 25,772 
” SiGe. ss she cb Wae wie es ote owe o 12,279 11,568 
EN) Sheek cia rwoenaweeeueebs outers 17,774 16,991 
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OVERCHARGES BY MOTOR CARRIERS 


Doubt has been expressed by counsel for the National In- 
dustrial Traffic League as to whether the motor carrier act 
gives the Commission jurisdiction to award payments for over- 
charges by motor carriers as does part I of the interstate com- 
merce act in connection with rail carriers, according to E. F. 
Lacey, executive secretary. 

Mr. Lacey pointed out that the highway transportation com- 
mittee of the League in its report prepared for the annual meet- 
ing recommended that the League advocate such amendment 
to the motor carrier act as would give the Commission jurisdic- 
tion over the determination of the legal charges of common 
motor carriers and the power, on the filing of an appropriate 
complaint, to order the refund of such overcharges as found. 

John S. Burchmore, counsel for the League, said it was 
doubtful whether the Commission had jurisdiction to deter- 
mine and award by order an amount due from a motor carrier 
to a shipper for an alleged overcharge, in violation of the 
published tariff of the motor carrier. Continuing, he said: 


In my judgment, however, the Commission has authority and 
should exercise such authority, as an administrative tribunal to inter- 
pret any ambiguous or obscure motor carrier tariffs and to make its 
administrative ruling thereon, which should be accepted by the courts 
in a subsequent suit for an overcharge in the same manner and to the 
same extent that such an administrative finding is accepted in a case 
involving railroad charges. 

There can be no doubt that it is the right and duty of a motor 
carrier without any order from the Commission and without any judg- 
ment of court, promptly to refund any excess charges which it may 
have collected over and above those provided in its tariffs. Equally 
it is the motor carrier's duty to collect undercharges. 

In other words, overcharge and undercharge claims should be ad- 
justed and handled by the motor carriers just as such claims are sup- 
posed to have been handled by the railroads. 
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MOTOR HOURS OF SERVICE 


The Traffic World Washington Bureau 


Hearings were begun this week in respect of the hours 
of-service of drivers of vehicles of motor carriers in the Com- 
mission initiated proceeding, Ex Parte MC 2, in the matter 
of maximum hours of service of common carriers and contract 
carriers of passengers and property by motor vehicle and of 
employes of private carriers of property by motor vehicle, by 
Examiners Snow and Kephart. H. H. Kelly, chief of the sec- 
tion of safety of the Bureau of Motor Carriers and C. S. Mor- 
gan of the Commission’s staff, sat with the examiners at the 
initial hearing November 19. 

The first hearing was limited to the hours of service of 
the drivers of busses. In answer to a question Examiner Snow 
said that later testimony would be taken as to the hours of 
service of taxi drivers in metropolitan areas. 

Arthur T. Warner, general manger in charge of Public 
Service Coordinated Transport and Public Service Interstate 
Transportation Co., the operations of which cover a large part 
of New Jersey and adjacent districts in New York and Penn- 
sylvania, the first witness said that the company was under 
state laws of New York and New Jersey governing working 
conditions. In New Jersey, he said, the law allowed a maximum 
of 12 hours’ work to be completed within 16 hours. In New 
York, he said, ten hours’ work was allowed to be completed 
within 14 hours. 

According to the witness the company’s fleet of busses 
now numbers 2,472. That, he said, was the largest bus opera- 
tion in the country. In 1935 the company’s busses, he said, 
were operated 66,424,638 miles, of which 17,487,955 was mileage 
on the purely local New Jersey lines. Of the 2,472 busses, 
owned by the company, 617, he said, were assigned to inter- 
state service. Last year the company carried 274,906,649 pas- 
sengers, of which 41,075,110 were carried on interstate lines. 
The character and service and equipment was the same. he 
said, whether in state or interstate operation. The company’s 
operation was largely, he said, in a metropolitan district. The 
company has 2,814 bus operators. They were, he said, mem- 
bers of the Amalgamated Association of Street and Electric 
Railway and Motor Bus Employes of America, affiliated with 
the American Federation of Labor. 

These men, Mr. Warner said, worked under a contract pro- 
viding for wages and working conditions signed September 15 
for a period of three years, which began October 1. No change, 
Mr. Warner said, was demanded by the men when it was made, 
in any of the clauses involving working conditions. The con- 
tract, the witness said. provided that the regular working day 
be composed of nine hours and that any run paying over 8 hours 
was to be considered as a regular run. The agreement pro- 
vides, according to Mr. Warner, that 50 per cent of the regular 
runs shall be completed within a 10 hour spread of time; that 
70 per cent be completed within 11 hours; that 90 per cent be 
completed within a 12-hour spread and 100 per cent within a 
13-hour spread. One hundred per cent of the runs, Mr. Warner 
said, were completed in less than 13 hours. the men having 
varying periods of rest between runs. More than 70 per cent of 


the runs, Mr. Warner said, were finished in less than 10% 
hours. 


The witness said there must be a reasonable allowance for 
emerrency conditions. The most frequent emergency situa- 
tion, he said, was created by heavy snowstorms and severe 
winter weather. The company’s contract with the men, he said, 
specifically provided a time-and-a-half rate of pay for any man 
engaged in snow work. It was a matter of pride, the witness 
said, for each individual engaged in this work at times of snow 
that the lines be kept open and service be continued. Under 
such conditions a maximum hour provision could not be ad- 


hered to, if service was to be maintained, Mr. Warner con- 
tended. 


MOTOR ORDERS EFFECTIVE 


Secretary McGinty has announced that by reason of the 
expiration of the twenty days’ notice attached to recommended 
reports and orders of joint boards or examiners and the 
failure of parties to file exceptions or the Commission to stay 
them the following orders recommended by joint boards or 
examiners have become effective: 

MC 50783, common carrier application of John J. Ray- 
mond. doing business as Raymond Transfer, as of November 2. 
. MC 50166, application of Walter H. Crook, as of Novem- 

eo. 


a MC 50038, application of Spring & White, as of Novem- 
ae 


a MC 6113, application of Warren H. Doberer, as'of Novem- 
rs, 
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MC 5696, application of Georg Bassetti & Arthur Lawson, 
as of October 29. 

MC 50006, application of E. H. Curry and Earl Nash, do- 
ing business as Overland Stages, as of October 26. 

MC 29957, application of Tri-State Transit Co. of Louisi- 
ana, Inc., as of November 2. 


MC 50667, application of Marie R. Sahadi, as of Novem- 
ber 2. 


ALL-FREIGHT RATE FIGHT 


Asserting that the 35-cent “all freight’? rate, between Chi- 
cago and the Twin Cities, suspended by the Commission in 
I. and S. No. 4231, commodities between Chicago, Ill., and the 
Twin ‘Cities, but which the Commission allowed to go into 
effect March 10, was producing a substantial loss in gross 
income, the Illinois-Minnesota Motor Carriers’ Conference, Inc., 
in a brief in that case, has asked the Commission to find the 
rate unjustified and require its cancellation. The rate was 
established by railroads, other than the Chicago Great West- 
ern, to meet the competition created, as they contended, by 
the institution of trailer-flat car service by the Chicago Great 
Western Railroad and the Keeshin truck interests. Under that 
arrangement loaded trailers, two to one flat car, are carried 
from Chicago to Twin Cities at a charge of $42.50 a trailer, 
provided the weight in the trailer does not exceed 20,000 pounds. 
Empty trailers are returned at a charge of $21.25 each. 

The Commission, in dealing with the move made by the 
railroads to meet, as they said, the competition of the flat-car- 
trailer rate allowed the suspended tariffs to become effective. 
It, however, continued the investigation as if the rate were 
still under suspension. 

The motor carrier organization, in its brief, in addition 
to asserting that the rate was producing a substantial loss in 
gross revenue, contended that the railroads had failed to prove 
that the rate was compensatory; that it was lower than neces- 
sary to meet any actual or potential competition and that it 
resulted in a decrease in the net as well as the gross income 
of the railroads. 

The St. Paul Association of Commerce, supporting the rail- 
roads’ proposal to establish an all-freight rate of 35 cents 
between Chicago and the Twin Cities, in its brief submitted that 
the railroads had fully justified that 35 cent rate on account of 
what it called the competitive conditions. It asked the Com- 
mission to find that the rate was not in violation of sections 
1, 2 or 3 and dismiss the proceeding. 


A further assertion was that the 35 cent rate was fully 
compensatory and not unjustly discriminatory as that rate 
and rates approximating 35 cents were now in effect between 
the Twin Cities and Chicago via the motor truck common car- 
riers. The association said that there was certainly no violation 
of the first three sections of the interstate commerce act when 
the rail carriers were merely attempting to meet competitive 
forms of transportation. 


A contrary view was expressed in the brief of the Duluth 
Chamber of Commerce. It contended that the facts showed 
that the 35 cent rate was in direct violation with section 3 and 
should be cancelled. Unquestionably, it said, the Chicago Great 
Western tariff providing the flat car-trailer service was a dis- 
turbing element in the northwest rate structure, but it said, the 
record showed that it,was not the intention originally of the 
Chicago Great Western and of the Keeshin Motor Express Co. 
to establish rates that would have a demoralizing effect on 
the rate structure. The Duluth organization called attention to 
the record in the case involving the flat car-trailer service in 
which it was said that if that flat car-trailer rate were allowed to 
become effective the parties to that tariff would cancel the flat 
car-trailer tariff in favor of another tariff proposal. Undoubt- 
edly, said the Duluth Chamber of Commerce, that was the 
proper solution of the problem involved herein. The Duluth 
brief said that if the 35 cent rate was permitted to stand, it 
would immediately start a rate war which, in the end, would 
mean the elimination of the trucks and that in the meanwhile, 
due to the uncertainty of the transportation charees, business 
would be at a practical standstill in the northwest. Duluth 
suggested that the joint rates published by Anthony E. Sicilia 
for Keeshin Motor Express and by Harry M. Slater of the 
Illinois-Minnesota Motor Carriers’ Conference now under in- 
vestigation by the Commission be permitted to become effective; 
that the Commission nermit the cancellation of Chicago Great 
Western I. C. C. 5381 and order the cancellation of the 35 
cent rate. 

“Tt is the only way that this difficulty may be ironed out 
with a minimum of inconvenience to the shipping public, and 
do substantial justice to all concerned,” says the Duluth brief. 

The respondent railroads, in their brief, said that the 35 
cent rate could not under the facts of this record be said to be 
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unlawful. That rate based on actual shipments, they said, pro- 
duced a revenue by the car greatly in excess of the system aver- 
age revenue by the car. It produced greater revenue by the 
car, they added, than the $42.50 loaded-vehicle charge published 


UNIFORM TRUCK RATES 


Complications arose this week that indicated a postpone. 
ment would be necessary in the filing of the uniform truck 
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by the Great Western and approved by the Commission. The 35 
cent rate, they assert, produces greater revenue by the car 
than the rates prescribed or authorized by the Commission on 
many commoidties. The 35 cent rate, they add, produces higher 
revenue by the car-mile than does the $42.50 loaded-vehicle 
charge of the Great Western. They ask that the rate be al- 
lowed to stand and for discontinuance of the investigation. 


MOTOR JOINT BOARDS 


The Commission has created the following motor joint 
boards or made changes as indicated: 


No. 9, Indiana, Michigan and Ohio. Commissioner Moie 
Cook, Indiana commission, vice Commissioner Samuel L. Tra- 
bue, to decide application MC 55778 only. 

No. 23, Indiana and Michigan. Commissioner Moie Cook, 
Indiana commission. vice Commissioner Samuel L. Trabue, to 
decide applications Nos. MC 50186 and MC 55778 only. 

No. 26, Minnesota and South Dakota. Commissioner 
Charles Munn, Minnesota commission, vice Chairman Frank W. 
Matson, to decide application MC 37383 only. 

No. 138, for Iowa and Nebraska. Commissioner Harry B. 
Dunlap, Iowa commission, and Commissioner Floyd L. Bollen, 
Nebraska commission, vice Mike P. Conway and Robert Powell 
to decide applications Nos. MC 50871, 50987, 50995, 86052, 
86078, 86085, 86087, 86090, 86100, 86109, 86110, 86164, and 
86194 only. 

No. 148, Iowa and South Dakota. Commissioner J. J. 
Murphy, South Dakota commission, vice Commissioner F. S. 
Pickart, to decide application MC 86097 only. 

No. 157, Alabama and Georgia. President Hugh White, 
Alabama commission, vice Commissioner H. F. Lee to decide 
application MC 525. 

No. 169, Idaho and Washington. Commissioner J. W. 
Cornell, Idaho commission, vice Commissioner Harry Holden, 
to decide applications MC 1893, MC 50919, and MC 50067 only. 

No. 181, Iowa, Minnesota, and Wisconsin. Chairman Mike 
P. Conway, Iowa commission; Chairman Frank W. Matson, 
Minnesota commission, and Chief Counsel Samuel Bryan, Wis- 
consin commission. 

No. 182, Iowa, Minnesota, and Nebraska. Chairman Mike P. 
Conway, Iowa commission; Chairman Frank W. Matson, Min- 
nesota commission; and Chief Robert Powell, motor transporta- 
tion department Nebraska commission. 

No. 183, South Dakota and Wyoming. Commissioner F. S. 
Pickart, South Dakota commission, and Commissioner B. B. 
Morton, Wyoming commission. 

No. 184, Nebraska and South Dakota. Robert Powell, 
chief, motor transportation department. Nebraska commission, 
and Commissioner F. S. Pickart, South Dakota commission. 

No. 185, Iowa, Nebraska and South Dakota. Commissioner 
Harry B, Dunlap, Iowa Commission; Floyd L. Bollen, Nebraska 
commission, Nebraska; and J. J. Murphy, South Dakota com- 
mission. 

No. 185, Iowa, Nebraska and South Dakota. Chairman 
Mike P. Conway, Iowa commission, and Robert Powell, chief, 
motor transportation department, Nebraska commission, vice 
Commissioners Harry B. Dunlap, and Floyd L. Bollen, to de- 
cide application MC 50820 only. ' 

No. 186, New Hampshire. Winslow E. Melvin, director of 
transportation, New Hampshire commission. 

No. 187, Massachusetts and Vermont. Leo H. Leary, 
Massachusetts commission and Chairman Stephen S. Cushing, 
Vermont commission. 

No. 188, Vermont. Stephen S. Cushing, Vermont commis- 
sion. 

No. 189, Massachusetts, New Hampshire, and Vermont. 
Leo H. Leary, Massachusetts commission; Winslow E. Melvin, 
New Hampshire commission; and Stephen S. Cushing, Vermont 
commission. 

No. 190, Massachusetts, New Hampshire and Rhode Island. 
Leo H. Leary, Massachusetts commission; Winslow E. Melvin, 
New Hampshire commission; and Frederick A. Young, Rhode 
Island commission. 

No. 191, Connecticut, Massachusetts and New York. Com- 
missioner Edw. L. Taylor, Connecticut commission; Leo H. 
Leary, Massachusetts commission; and M. C. Cleveland, New 
York commission. 





MOTOR PASS ORDER DATE 
The Commission, by division 5, by order has postponed the 
effective date of the regulations issued by it October 19 gov- 
erning the forms and issuance of passes by common carriers 
by motor vehicle from November 15 to January 1. 


tariffs of the Central Motor Freight Tariff Bureau which it was 
hoped to make effective December 1 (see Traffic World, Novem- 
ber 14, p. 965). Meetings of interested truck operators and 
shippers were completed with sessions at Chicago November 
18 and 19. Though the reception of the program was generally 
favorable, it was reported that several important truck lines 
in the territory, notably the Trans-American Van Service, Inc., 
Chicago, were not ready to abandon their own rate bases in 
favor of the level of uniformity desired by the bureau. 

Members of the bureau committee considered it inadvis- 
able to file the new tariffs with operations active in the territory 
at lower rate levels. It was said the Trans-American class rate 
level was, generally, 10 per cent lower than the proposed uni- 
form level. Matters were, thus, at a temporary standstill. The 
matter was to be discussed at a meeting of the board of direc- 
tors of the Central Bureau at Chicago November 20 and 21. 
An attempt will be made to persuade the Trans-American and 
other operators to become members of the bureau and to accept 
the program. Failing in that, it was considered probable that 
the Central Bureau would set to work revising its proposed 
tariffs to meet the lower rate levels. To do that, it was- said, 
would delay the entire program at least a fortnight. 

Aside from these difficulties, there still remained the matter 
of commodity rates, in the ironing out of which not much prog- 
ress was made. A special committee was studying the situation 
with reference to rates on packing house items. The difficulty 
there seemed to be the formulation of a uniform list of com- 
modities. Another committee, which had in hand the consid- 
eration of the rates on confectionery, apparently had reached 
an agreement on a commodity rate basis somewhat lower than 
the class basis provided for in the tariff. 

_ The feeling obtained in the bureau’s standing rate com- 
mittee, that, if operators and shippers thoroughly understood 
the matter, specific commodity rates could still be done away 
with almost if not actually in their entirety. The committee 
would like to see the moving of truckload quantities on column 
rate bases made through exceptions to the classification. 


KEESHIN LEASE CASE 


_ Trunk line territory railroads, except the Baltimore & 
Ohio, in MC-F 77, application of Keeshin Motor Express Co., 
Inc. (Illinois), for authority to lease the properties, certificates 
and permits of Keeshin Motor Express, Inc. (Indiana), et al., 
and for authority to lease the properties and rights now owned 
by C. T. Durand, doing business as National Transfer & Storage 
Co., and Seaboard Freight Lines, Inc. (Connecticut), if, as, and 
when the acquisitions proposed in Dockets MC-F 11 and MC-F 
12 are approved and authorized, object, in view of the uncer- 
tainties of the Bernd Trux and others as to their rights as 
common carriers, to the Commission considering this case until 
the rights of the applicant are determined. They assert there 
was not a scintilla of evidence at the hearing to show the public 
would be benefited to any extent by the proposed leased op- 
eration. 

Certainly, say the trunk lines, the Commission cannot, from 
the evidence and the financial statements, find a favorable finan- 
cial structure for the applicants’ proposed operation where the 
loss, as they say, for an eight-month operation ending with 
September 9, was $697,412.98. The trunk lines said that the 
proposed control would neither foster sound economical condi- 
tions nor serve the public interest. They said, therefore, that 
the application should be denied. 

The applicants in their brief said that the Commission 
should approve the proposed integration. All of the properties 
and rights proposed to be leased, as well as the properties and 
rights of the proposed lessee, their brief said, were now owned 
100 per cent in a common inierest. Consequently, from the 
standpoint of the broad purposes of section 213, they added, 
the change in the situation which would result from the con- 
summation of the proposed leases was one of form rather than 
of substance. Obviously, their brief said, such an integration 
would result in the saving of accounting expense. That saving, 
the brief said, had been estimated at $50,000. 

“If it were no more than $1,000, nevertheless an economy 
would be shown,” says the brief, “and such economy would be 
of advantage to motor carrier and to the public which it serves.” 


TEXAS TRUCK LITIGATION 
The final phase of the litigation involving the right of a 
truck line to operate direct between Houston and Edinburg, 
Texas, on a, permit granted by the state railroad commission to 
operate only between Houston and San Antonio and between 
San Antonio and Edinburg was reached when the state supreme 
court refused to review the findings of the lower court. 
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The commission granted permission to the Alamo Freight 
Lines to run trucks between Edinburg and Houston without 
requiring a showing that additional truck service was needed 
over that route. The Red Arrow Freight Lines and four rail- 
roads that operate truck lines appealed to the courts. 

In affirming an injunction against the commission order, 
the civil appeals court at Austin cited an Ohio decision which 
held that attempted conversion of two local certificates into a 
through service constituted, in effect, an application for a cer- 
tificate on a new route, 


BILLION IN MOTOR TAXES 


Motor vehicle users paid special state taxes amounting to 
$950,971,000 in 1935, according to reports of state officials, to 
the Bureau of Public Roads of the U. S. Department of Agri- 
culture. Of this amount $761,533,000 was allocated for high- 
way purposes and constituted by far the largest source of high- 
way revenue. State highways received $522,130,000, local 
roads and streets were allotted $238,134,000 and $1,269,000 
went for miscellaneous highway purposes. Collection and ad- 
ministration costs amounted to $31,761,000. The taxes re- 
ported were: On motor-vehicle registration, $318,748,000; state 
taxes on gasoline, $619,802,000; and state motor-carrier taxes, 
$12,421,000. Other taxes paid on motor vehicles and garages 
as property and on the businesses of motor carriers are not 
included. 

A total of $147,142,000 was diverted to non-highway pur- 
poses, $86,658,000 going to general funds, $16,925,000 for relief, 
$30,773,000 for education and the remainder was allocated for 
miscellaneous purposes. Approximately $10,000,000 of the 
total collections was undistributed at the end of the year. 


TRUCKER ALLEGES ILL ADVICE 


Asserting that he did not have legal counsel to help in the 
selection of a form of application, Charles Edward Acheson, 
in MC 50054, has asked the Commission to permit him to amend 
his application for a certificate as a common carrier so that 
he may proceed with it as an application for a permit as a 
contract carrier. Joint Board No. 50 recommended denial of 
the application for a certificate. 

Acheson, in addition to saying that he had not legal counsel 
to advise him, asserted that “he was advised by a representative 
from the Commission as to what form of application he should 
fill out and file and that said representative gave and advised 
him to fill out the above mentioned application, said application 
being that of a common carrier... .” 

Acheson’s application was for a certificate authorizing him 
to operate as a common carrier of commodities generally be- 
tween points in Colorado and Wyoming within a radius of 250 
miles of Cheyenne, Wyo. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed recommended 
motor orders proposed by joint boards or examiners until its 
further order as follows: 

MC 50039, application of Drexel Clair Tucker; MC 50106, 
application of Raymond E. Bryan; MC 50110, application of 
Edward T. Merrett; MC 50120, application of Angelo A. Bueh- 
ler; MC 50136, application of Floyd A. Tull. 

MC-F 4, Pennsylvania Transfer Co. of Pittsburgh, acqui- 
sition of control of Alko Express Lines, recommended order 
in which was served October 7. 

MC-F 59, Santa Fe Transportation Co., purchase of prop- 
erty and operating rights of T. R. Rex, doing business as Rex 
as Co., recommended order in which was served Oc- 
tober 26. 


ALASKA SHIP SERVICE 


President Roosevelt by an executive order has authorized 
the government’s Alaska Railroad to charter ships and oper- 
ate a coastwise passenger, mail and freight service to allevi- 
ate the shortage of food and supplies in Alaska as a result 
of the maritime strike. The order authorizes the gevern- 
ment’s railroad to continue such an extension of its service 
by the operation of coastwise steamships “for such a period 
as the Secretary of the Interior may deem necessary.” 

Interior Secretary Ickes expects to ask ship lines to bid for 
furnishing ships for extension of the Alaska Railroad service 
by entry into the coastwise trade for carrying supplies to 
Alaska. Marine labor is expected to demand that the gov- 
ernment recognize the “rights of Maritime Union” in what- 
ever arrangements are made for the coastwise service. The 
Seattle Central Labor Council has already requested union 
—- in the service that President Roosevelt has au- 

orized. 
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SHIP SUBSIDY PROCEDURE FIXED 


Preparing to receive applications for subsidies under the 
merchant marine act, 1936, the U. S. Maritime Commission has 
adopted an administrative order outlining procedure for the 
handling of such applications, according to an announcement 
made “ Telfair Knight, secretary. In the order the commis- 
sion said: 


Correspondence and original applications for construction-differ- 
ential subsidies shall be routed directly to the secretary of the com- 
mission for action. After review, the secretary shall acknowledge the 
receipt of these applications and forward a preliminary questionnaire 
to the applicant. When the preliminary questionnaire is returned to 
the commission, it will be referred directly to the office of Commissioner 
(M. M.) Taylor for consideration. Commissioner Taylor will be re- 
sponsible for the review of the preliminary application and, if approved, 
the forwarding of a formal, detailed application to the applicant for 
execution. When the formal application is returned, it will be for- 
warded to Commissioner Taylor's office where it will be analyzed, sub- 
ject to the recommendations of the interested divisions, for the ade- 
quacy of the constructional features, the trade route into which the 
ship is to be placed, along with its value in the development of the 
trade facilities, and the financial standing of the applicant. Commis- 
sioner Taylor will be responsible for the coordination of the various 
divisions’ opinions and the submission of the application, along with 
recommendations, to the Commission for decision. 

This same general procedure shall be followed in the handling of 
requests for operating-differential subsidies. 

All matters of a fiscal or procedural nature, involving the expendi- 
ture of funds or contacts with other government activities, except those 
of a constructional nature, will be referred to Commissioner (George) 
Landick. Commissioner Landick will be responsible for the develop- 
ment of complete information from the interested division or divisions 
and for the submission of these matters, along with recommendations, 
to the commission for action. 


MARITIME STRIKE SITUATION 
The Traffic World Washington Bureau 


With President Roosevelt heading for Buenos Aires to be 
present for the opening of the Pan American peace conference 
there after having declared that the maritime strike on the 
Pacific coast might last another week or it might go on for 
two weeks or longer, “and as between this particular strike 
and whatever effect my visit to South America may have on 
the peace of the world, the peace of the world is the more 
important of the two,” mayors of coast cities affected by the 
strike urged shipowners and strikers to submit their differ- 
ences to arbitration. 

The President’s remarks were made to the mayors, in 
Washington to attend the sixth annual conference of mayors 
of American cities, when they called on him at the White 
House Nov. 16. 

“I hope the shipowners and the men out on strike will 
recognize that fact and come together,” the President told the 
mayors, the reference being to his remarks as to the peace 
of the world being the more important “of the two.” 

After their conference with the President the interested 
mayors telegraphed the shipowners and maritime union lead- 
ers to submit their differences to arbitration. If the two sides 
agreed, the mayors said they would ask the President to ap- 
point arbitration boards. The mayors discussed the strike 
situation with Secretary of Labor Perkins. The latter said 
that Edward F. McGrady, Assistant Secretary of Labor, who 
has been in San Francisco trying to get the employers and 
strikers to get together on a settlement, had prepared a new 
peace plan with respect to the issue as to control of the hiring 
halls. 

At his recent press conference the President, in answers 
to questions about the strike, indicated he was keeping in 
touch with the situation, but no intimation was given that he 
would intervene directly in the controversy. 

From San Francisco word came that Mr. McGrady had 
succeeded in bringing together in the first joint conference 
since the strike on the Pacific coast began representatives of 
shipowners and of striking ship and dock workers. 

Apparently the plan of government officials was that the 
strike situation should be handled, if possible, with direct in- 
tervention by the President. 

Mayor LaGuardia, of New York City, president of the 
United States Conference of Mayors, said it was desired that 
it be made clear that the situation on the eastern and Gulf 
coasts was different from that on the Pacific coast. He said 
the mayors understood fully that before any direct action or 
arbitration on the eastern and Gulf coasts would be possible, 
satisfactory arrangements would have to be made for the 
selection or election of legally responsible representatives of 
the men on strike. 

The President’s remarks with reference to world peace 
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and the maritime strike were made to the entire group of 
mayors. He remarked to them that he would know in an 
hour whether “I push off for Buenos Aires tomorrow night or 
not” (later it was announced he was going). Continuing, he 
said: 


I see the mayor of San Francisco looking at me but this ship strike 
on the west coast could go on for a week. It might go on for two 
weeks or longer. 

As between this particular strike and whatever effect my visit to 
South America may have on the peace of the world, the peace of the 
world is the more important of the two. I hope the shipowners and 
the men out on strike will recognize that fact and come together. 


Pacific coast steamship owners in reply to the telegram of 
the mayors said they willingly accepted the mayors’ sugges- 
tion to submit all issues in dispute to arbitration by an impar- 
tial board to be appointed by the President. Should the unions 
likewise comply with the mayors’ suggestion, said the owners, 
the employers would then be prepared to discuss the necessary 
arrangements for the return of the men to their jobs and for 
arbitration. Harry Lundeberg, for the Sailors’ Union of the 
Pacific, wired that the union held it “cannot arbitrate the 
fundamental principles involved.” Jack Lawrenson, secretary 
of the Strike Strategy Committee, New York, declaring he 
spoke for a great majority of the members of the International 
Seaman’s Union, wired that there was no valid agreement in 
force with the shipowners on the Atlantic and Gulf coasts and 
that the representatives of these seamen were ready to meet 
with any representatives chosen by the President and all others 
in this strike to negotiate an agreement. The steamship owners 
oe Atlantic contend they have a valid contract with the 
I. S. U. 

Mayor Rossi, of San Francisco, said he had received many 
telegrams endorsing the suggestion of the coast and Gulf mayors 
for arbitration of the strike. Heavy losses and interference 
with trade resulting from the strike were emphasized in these 
telegrams. 

Rear Admiral Harry G. Hamlet, who has been conducting 
the investigation for the Maritime Commission of maritime con- 
ditions on the west coast, has returned to Washington from San 
Francisco and discussed the situation with the full Commission 
in a two-hour conference. 

It was decided that a plan for consolidating the west coast 
investigation into a general investigation of maritime labor 
conditions as required by the new merchant marine act should 
be held in abeyance until the restoration of normal conditions 
in the shipping industry. 


FOREIGN TRADE CONVENTION 


No answer can be made to the question: “Will the new 
merchant marine law accomplish its purpose?” until it may be 
known what interpretations the Maritime Commission will 
make of its provisions, said C. H. C. Pearsall, president, Colum- 
bian Line, national president, Propeller Club of the United 
States, in an address on “The New Shipping Law,” at the 
National Foreign Trade Convention, at the Stevens Hotel, 
Chicago. 

“The basis of the act is parity of costs for the American 
shipowner in competition with cheaper foreign vessels,” he said. 
“The provisions for construction and operating differentials 
would appear to make that parity possible, but in other direc- 
tions the law contains so many restrictions on the recipient, of 
the differential payments as to seem to defeat the purpose for 
which it was enacted. There are too many ‘thou shalt nots,’ 
and not enough ‘thou shalts’.” 


He said he did not want to create the impression that 
American shipowners regarded the new law with apathy. 

“After the past three years of doubt and uncertainty he is 
ready and willing to try anything,” he said. “He hopes the new 
law will work and will enable him to build and operate the 
kind of ships needed for the speedy and efficient transportation 
of our foreign trade and for the further development of our 
commercial intercourse with the rest of the world.” 

Creswell M. Micou, Curtis, Malled-Prevost, Coalt and 
Mosle, New York, said that the time was ripe for the removal 
of exchange restrictions. He said free international credit was 
necessary for the exchange of goods among nations and that 
such credit was dependent directly on a minimum of exchange 
restrictions. He said there was a distinct trend toward the 
removal of such restrictions. 

“Settlement of international balances through goods alone 
would be a painful and slow process,” he said. “Without the 
aid of international credit merely to facilitate the flow of goods, 
trade cannot attain a large volume.” 

Regular trans-Atlantic air service was predicted for the 
near future by Edgar S. Gorrell, president, Air Transport Asso- 
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ciation of America. He also said there would soon be a two- 
and-a-half day service between New York and Buenos Aires, 
He said American aviation had made great strides in foreign 
travel and transport, citing the fact that 40,000 of the 261,000 
miles of lines outside the United States were flown by Ameri- 
can companies. He said much of the progress of aviation in the 
United States was due to government financial aid. He said 
foreign lines had had similar help from their governments and 
urged a continuation of the present policy in this country. 

Government interference in private business is not only bad 
for domestic trade but also operates to reduce exports, accord- 
ing to Dr. E. E. Pratt, sales promotion manager, Chrysler 
Corporation, export division, Detroit, Mich. Artificial restric- 
tions on production and maintenance and artificial price levels 
would reduce foreign trade, he said. Increased costs due to 
taxes, labor and transportation were contributing factors, he 
added. The tariff policy was also important, he said, and added 
that those interested in foreign trade should work for the 
removal of these barriers. 

Passing, then, to what the government can and ought to do 
to help foreign trade, he said the Bureau of Foreign and 
Domestic Commerce should relieve trade of the uncertainty of 
fluctuating exchanges and publicize our trade facts at home and 
abroad. In addition, he added, our government should develop 
many specific services for individual exporters. 

National trade was interwoven with world business, said 
Curt G. Pfeiffer, president, National Council of American 
Importers and Traders. Excessive tariff protection would de- 
stroy domestic trade because it would be deprived of export 
markets and raw material imports, he said. As domestic pro- 
duction and employment figures rose and fell, it was important 
to note that export and import figures follow the same trend, 
he pointed out. 

“The more we trade, the more we prosper,” he said. 

The convention opened November 18 and ended Novem- 
ber 20. In addition to the general sessions, there was a luncheon 
for international bankers, a trade advisor’s luncheon, a com- 
mercial organization dinner, an export-import merchandising 
luncheon, a world trade dinner, a credit, collection and exchange 
session, an agricultural and lumber session, sessions devoted 
particularly to trade with Japan, China, and Latin America, 
an educational session, and the annual meeting of the National 
Federation of Foreign Trade Associations. 

Speakers at the world trade dinner, the evening of Novem- 
ber 19, were Charles G. Dawes, chairman of the board, City 
National Bank and Trust Company, Chicago, on “The European 
Situation”; Fred I. Kent, director, Bankers Trust Company, 
New York; W. Frank Prendergast, Imperial Oil, Ltd., Toronto, 
national director, Canadian Chamber of Commerce, on “New 
Horizons,” and Lewis Edward Bernays, consul general for Great 
Britain, Chicago. Silas H. Strawn, attorney, chairman of the 
convention committee, presided. 


GULF-NORTH ATLANTIC SERVICE 
The Traffic World Washington Bureau 


Representatives of railroads, railroad labor, coastwise 
steamship lines and distributors of fruits and vegetables in 
the east and southeast appeared at a hearing held Nov. 17 before 
R. H. Hallett, of the legal division of the U. S. Maritime Com- 
mission, on applications for approval of sale of old Shipping 
Board vessels for establishment of new steamship lines betweeen 
Brownsville and Port Isabel, Tex., and north Atlantic ports, for 
the transportation of citrus fruits and vegetables from the 
Rio Grande Valley. F. G. Frieser, chief of the division of 
traffic of the Maritime Commission, represented his division. 

The railroads, their employes and the existing coastwise 
lines opposed establishment of additional water service as 
proposed. In addition, J. R. Van Arnum, transportation 
secretary of the National League of Wholesale Fresh Fruit & 
Vegetable Distributors, said he would oppose the proposals for 
additional service if they were predicated on the view that the 
markets in the east and southeast were not adequately sup- 
plied with the commodities in question and transportation facili- 
ties. 

George B. Hayes, representing Samuel T. Castleman, of 
Louisville, Ky., and others interested in establishing a new 
line with ships to be bought from the Maritime Commission, said 
he was not asserting that the eastern markets were not ade- 
quately supplied but that his position was the growers 
in the Rio Grande valley should have the opportunity of getting 
into those markets. He contended that the citrus fruit of the 
Rio Grande valley was far superior to other citrus fruit. 

R. V. Fletcher and G. H. Muckley appeared for the Asso- 
ciation of American Railroads in opposition to the proposals. 
Robert E. Quirk appeared in opposition for the Lykes, Morgan, 
Southern, Mooremack Gulf, Newtex, Bull and Clyde Mallory 
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coastwise services. A. F. Stout appeared in opposition for 
the railroad unions. 

George E. Reynolds, representing the Dominion Transport 
Corporation, presented the views of his principal with re- 
spect to plans for establishing a new service with five re- 
frigerator ships of the old Shipping Board now tied up. 

“The principal object (of the hearing) is to determine 
whether the government should dispose of its property for the 
purpose in question,” said the Maritime Commission. 

The opposing transportation interests contended that exist- 
ing transportation facilities, by rail and by water, were more 
_ adequate to take care of the traffic from the Rio Grande 
valley. 

Mr. Hayes said his investigation led him to the conclusion 
that refrigerator ships were not desirable for the trade in 
question. His plan contemplated, he indicated, reconditioning of 
old Shipping Board freight ships so as to make them air- 
conditioned. The fruits and vegetables would be kept in best 
condition on air-conditioned ships, said he. 

I. R. Stahl, president of the Gulf Vegetable & Fruit 
Co., also appeared in opposition to the proposals. 


ALL-RAIL VS. RAIL-BARGE COSTS 


The cost of moving freight via combined rail and water 
routes exceeds that of moving it via all-rail routes, according 
to testimony entered at the hearing in docket No. 26712, rail 
and barge joint rates, at Cincinnati, November 17, by W. B. 
McKinstry, comptroller, Illinois Central. The witness analyzed 
traffic interchanged by his railroad with the barge line to illus- 
trate his point. In 1933, he said, the two exchanged 715 car- 
loads of freight originating or terminating on the lines of the 
Illinois Central. The average rail-and-water haul was 1,191 
miles, as compared with an average all-rail distance between 
shipping and receiving points of 727 miles. Operating expenses 
on the joint movement averaged $190.71 a car, he said, while 
the shipments could have been handled all-rail at an average 
expense of $94.62 a car. 

In 1934, he said, the joint cars numbered 912 and the 
average rail-and-water haul 1,218 miles, compared with an 
average all-rail haul of 759 miles. The joint average expense 
was $174.82 with the average all-rail expense figured at $96.90, 
he added. 

In the two-year period, the witness said. 49,754 tons of 
freight had been handled jointly an average distance of 1,204 
miles, compared with the average all-rail distance of 745 miles. 
The expense of handling this traffic all-rail would have averaged 
$3.14 a ton, he said, whereas there had been an average expense 
of $5.95 a ton for the joint movement. Thus, he concluded, 
the movement by rail-and-water was 89.5 per cent more ex- 
pensive than all-rail movement would have been. 


ST. LAWRENCE WATERWAY 


Speaking at a forum meeting of the Academy of Advanced 
Traffic, held in connection with the marine exhibition of the 
Martime Association of the Port of New York at the Maritime 
Exchange November 17, Cornelius H. Callaghan, manager of the 
association, said that it seemed “incredible that with the over- 
whelming mass of testimony and facts presented in opposition” 
to the St. Lawrence waterway project, it should still be neces- 
sary to “face the threatened menace to our economic security.” 
He said the project would be economically wasteful, that it 
would impose “inordinate tax burdens without corresponding 
benefits,” that it would divert traffic from established trans- 
portation lines and that it would imperil the present rate 
structures. He spoke about the dangers of navigation in the 
type of channel proposed and added the shortness of the season 
of navigation and the prevalence of fogs to his argument of 
impracticability. The costs, as estimated, he said, failed to 
take into account facters that would probably double the 
present estimates. He said that arguments that the waterway 
would reduce the export freight costs to the midwest farmer by 
8 to 10 cents a bushel on his grain were fallacious since the 
— rate from the head of the lakes to Liverpool was only that 
much. 

“In the face of the strong opposition as recently officially 
expressed in Canada against the ratification of this treaty, and 
with certain demoralization that will be caused to our trans- 
portation system,” he said, “we sincerely hope the senate of 
the United States will again decline to force the canalization 
of the St. Lawrence waterway which holds forth such dire con- 
Sequences to welfare of the country at large.” 

PROTESTS AGAINST WATER RATES 

The Maritime Commission has denied the petition of the 
New Orleans Joint Traffic Bureau for suspension of tariffs of 
Agwilines, Inc., and Mooremack Gulf Lines, effective Nov. 15, 
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publishing increased commodity rates from, to, or between New 
Orleans and Florida ports (see Traffic World, Nov. 14, p. 966). 

The Maritime Commission also has denied petitions of the 
Florida Rate Conference and others asking suspension of tariffs 
of Agwilines, Inc., Bull Steamship Co., and Mooremack Gulf 
Lines, Inc., effective Nov. 15, carrying increased rates on 
classes and commodities applying between Texas ports-New 
Orleans, La., and Miami-Tampa and Jacksonville, Fla., and of 
the Carey Salt Co., of Hutchinson, Kan., asking suspension 
of tariffs of the Agwilines, Bull and Mooremack Gulf Lines 
carrying increased rates on salt from Louisiana and other 
ports to destinations on the Atlantic seaboard, effective Nov. 15. 


MISSISSIPPI VALLEY ASSOCIATION 


The transportation problems of the Mississippi Valley will 
be discussed by several speakers at the eighteenth annual con- 
vention of the Mississippi Valley Association at St. Louis, 
November 23 and 24. Ralph Budd, president of the Burlington 
Lines, will speak on “The Railroads and the Public Policy 
Toward Transportation”; Maj. Roy F. Britton, director of the 
National Highway Users’ Conference, will talk on “Trend of 
Transportation Regulation,” and H. Gerrish Smith, president 
of the National Council of American Shipbuilders, will discuss 
“American Shipping—Looking Forward.” 

Of especial importance will be the report of C. E. Childe 
of Omaha, chairman of the association’s traffic committee, 
which will be presented on Tuesday. This committee has taken 
a leading part in the hearing before the Interstate Commerce 
Commission on the proposed general revision of joint rail- 
river rates and routes. In this case, the association seeks to 
extend joint rates and routes to serve all sections of the valley, 
and is opposing the railroads’ application to curtail and even 
abandon all joint rates and routes. 

At the annual dinner Monday night the principal speaker 
will be Senator Royal S. Copeland, of New York, chairman of 
the Senate committee on commerce. His subject will be, “The 
“American Shipping—Looking Forward.” 

At a joint luncheon with the St. Louis Chamber of Com- 
merce Tuesday, Robert H. Cabell, president of Armour and 
Company, will have as his subject, “Opportunity for the Export 
of Agricultural Products.” 

Other speakers on the convention program include Senator 
Bennett Champ Clark, of Missouri; Sidney Maestre, chairman 
of the board of the St. Louis Chamber of Commerce; Maj. 
Rufus W. Putman, consulting engineer, Chicago; Col. Robert 
Isham Randolph, president of the association, who will deliver 
his annual address Monday morning; L. J. Taber, master of 
the National Grange; Arthur J. Weaver, pres‘dent of the Mis- 
souri River Navigation Association; Congressman W. J. Driver, 
of Arkansas, Maj. Gen. E. M. Markham, chief of U. S. Army 
Engineers, and former Congressman Cleveland A. Newton, 
general counsel for the association. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of water- 
way improvement funds as follows: For inland waterway, 
Franklin to Mermentau River, La., and Louisiana-Texas intra- 
coastal waterway, $61,500; intracoastal waterway, Pensacola 
Bay, Fla., to Mobile Bay, Ala., $30,000; Sacramento River and 
tributaries, $100,000; and Providence River and Harbor, R. L., 
$20,000. 





OCEAN MAIL CONTRACTS 


Money ear-marked by Congress for payment for transporta- 
tion of mails on a poundage basis in the fiscal year ending 
June 30, 1937, is to be retained by the Post Office Department 
and not turned over to the Maritime Commission, under a rul- 
ing made by the Comptroller General's office. Congress ap- 
propriated a total of $26,500,000 for ocean mail payments but 
provided that $4,500,000 thereof should be used for payments 
on the poundage basis. The remainder, $22,000,000, represented 
the subsidy to be paid to ocean mail contract holders under the 
1928 mail subsidy act. What has not been used thus far of the 
$22,000,000 is to be transferred from the Post Office Depart- 
ment to the Maritime Commission for use in making payments 
to the subsidy mail contract holders. Difference of opinion 
between officials of the Post Office Department and the Mari- 
time Commission as to transfer of the ocean mail money re- 
sulted in the matter being put up to the Comptroller General 
for a ruling. The Post Office Department held it should retain 
the money designated for payments on the poundage basis. 

The Maritime Commission has issued an order outlining 
procedure for handling adjustments of ocean mail contracts 
which, under the merchant marine act, 1936, are to be ter- 
minated June 30, 1937. 
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Commissioner George Landick, Jr., under the order, has 
assumed direction of the adjustment of the contracts and the 
various functions incident to such adjustments will be super- 
vised directly by him. 

James Craig Peacock, special counsel, will act as adviser 
to the commissioner in connection with ocean mail contract 
adjustments in consultation with the acting general counsel of 
the commission. 

Uncertainty as to whether the present members of the 
commission will continue in office after the Senate convenes in 
January, it is understood, may cause some holders of ocean mail 
contracts to refrain until January from seeking adjustments 
of their contracts. 

President Roosevelt, it is expected, will send to the Senate 
in January the nominations to fill the five places on the com- 
mission. The present members of the commission, Read Ad- 
mirals Wiley and Taylor and Mr. Landick, are serving under 
recess appointments made by the President. 


FLORIDA SHIP CANAL 


A hearing on the proposed Florida ship canal linking the 
Atlantic Ocean with the Gulf of Mexico will be held by the 
Board of Engineers for Rivers and Harbors December 16 in 
Washington, D. C. 

The War Department has announced that a revisory report 
of a special board of officers on the project expresses the view 
that the construction of a sea level canal to provide a minimum 
depth of 33 feet and minimum width of 250 feet, at an esti- 
mated cost of $157,585,000 exclusive of lands, in addition to 
$5,400,000 already expended, is justified in the public interest. 

Congress at its last session refused to make an appropria- 
tion for this project though the Bureau of the Budget recom- 
mended it. The project was undertaken as a work relief 
project, the President allocating first $5,000,000 and later 
$400,000 for it. He declined to allot further funds for the 
project, however, taking the position Congress should act on 
the matter. 

One of the reasons the project was turned down in Con- 
gress was that it had not been recommended by the army 
engineers. The army engineers, after the hearine, may recom- 
mend the project to Congress. Then it would be in position 
for inclusion in a river and harbor authorization bill or other 
approval by Congress. 





BRITISH AIR MAIL SERVICES 


The rapid increase in air mail traffic between the United 
Kingdom and European and Embpire points is indicated in a 
report of the British Postmaster General, according to a revort 
to the Commerce Department from Trade Commissioner E. B. 
Lawson, London. 

The total weight of letter mails dispatched by air from 
the United Kingdom to Eurone in the current calendar year 
has nearly trebled due largely to the decision in March to 
send first-class mails to the Scandinavian countries by air 
without surcharge, the report states. 

When a similar plan is put into effect for the entire 
Empire. the report noints out. the volume of air-mail dis- 
patched and received should increase to a marked degree. 
That plan as projected is expected to be placed in operation 
early in 1937. 

Air mail carried on Empire services in the third quarter 
of the year, the Post Office figures show, increased 34 per cent 
and on other services outside Eurove by 21 per cent compared 
with the corresponding period of 1935, according to the report. 


AERONAUTICAL CHARTS 


With the publication of the eithty-seventh unit in the 
sectional aeronautical charts of the Department of Commerce, 
there now is a chart especially designed for the airman’s use 
for any part of the United States. according to Eugene L. 
Vidal, director of air commerce. These charts are compiled 
and printed for the Bureau of Air Commerce of the Denartment 
of Commerce by the Coast and Geodetic Survey, of the same 
department, according to the department, which adds: 


Each of the charts is approximately 40 by 20 inches in size, repre- 
senting an area about 300 miles from east to west and 150 miles from 
north to south, except that a few of the charts along the borders of the 
country are somewhat smaller, as shown in the sketch attached. Joined 
together at their edges, the 87 charts would make a gigantic map of the 
United States about 32 feet wide and 20 feet high. 

Designed especially for use in cross-country air navigation, the sec- 
tional aeronautical charts have as their bases an accurate representation 
of the political boundaries, rivers and lakes, cities and towns, railroads, 
federal and state highways and elevations of the ground above sea level. 
These features are set forth in black and color, and superimposed upon 
them are the features that are particularly significant to airmen, such as 
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airports, intermediate and other landing fields, seaplane anchorages, 
beacon lights, radio stations on the federal airways system, outstanding 
obstructions to flight (such as high monuments, bridges or isolated fac. 
tory buildings), and magnetic variations. These aeronautical features 
are shown in red so that they will be particularly prominent. 

The maps are sold to airmen, or any others wanting them, at 40 cents 
each, or at 25 cents each in lots of 20 or more. Orders are received by the 
Director, Coast and Geodetic Survey. About 20,000 copies are issued each 
month, the most popular unit being the New York City map, which ay- 
erages 478 per month, 


CIVIL AIRCRAFT ACCIDENTS 


Miscellaneous aircraft operators flew 691,951 miles each 
fatal accident, and 1,012,612 miles each passenger fatality in 
the first six months of 1936, establishing new high marks in 
both of these classifications, according to Eugene L. Vidal, 
director of air commerce. 

Miscellaneous operators, whose activities are covered by 
these statistics of the Bureau of Air Commerce, Department 
of Commerce, include flying services, schools, specialists in 
photographic flying, crop dusting and the like, and private 
flyers. The number of miles flown each accident for the first 
six months of 1936 was 52,620. 

Causes of the 789 accidents which occurred in miscel- 
laneous flying in the period included: Personnel errors, 49.12 
per cent; power plant failures, 15.80 per cent; airplane fail- 
ures, 10.38 per cent; weather, 9.07 per cent; darkness, 0.84 per 
cent; airport, terrain or water, 11.30 per cent; other causes, 
3.11 per cent; undetermined and doubtful, 0.38 per cent. 


PASSENGER TRAFFIC OFFICERS 


George P. James, Washington, D. C., general passenger 
agent, Atlantic Coast Line, was elected president of the Amer- 
ican Association of Passenger Traffic Officers at the closing 
session of that organization’s annual convention in New Orleans. 
He succeeds C. C. Howard, Cleveland, passenger traffic man- 
ager, Erie Railroad. Other officers include: O. P. Bartlett, 
Chicago, passenger traffic officer, Southern Pacific Company, 
vice-president, succeeding Mr. James; F. W. Conner, Philadel- 
phia, traffic manager, Pennsylvania Railroad, executive com- 
mittee chairman; W. C. Hope, New York, retired traffic man- 
ager, Central Railroad of New Jersey (reelected), secretary; 
and B. D. Branch, New York, general passenger agent, Central 
Railroad of New Jersey, assistant secretary, a newly created 
post. 


The next convention city will be selected later by the execu- 
tive committee. 


Progress achieved by the railroads in the last thirty years 
was outlined by Colonel R. W. Henry, assistant to the président 
of the American Association of Railroads, in an address to the 
annual banquet. He referred to the rail carriers as essential 
as ever, more efficient and safer. In referring to air, highway 
and water carriers, he described them as “useful,’”’ but asserted 
that the railroads would continue to be the principal bearers of 
commerce. He pointed out that railroads moved daily 100,000 
carloads of freight at an overall cost averaging less than one 
cent a ton-mile. He estimated that overall costs has been re- 
duced 40 per cent in the last 15 years. 


“We have encountered a degree of competition with 
government subsidized or government-operated transportation 
methods,” he declared, in explaining in part the recent years’ 
financial difficulties of the railroads. “The government is a 
difficult and trying competitor. It can take your money and 
use it to compete with you.” The passenger agents lauded his 
declaration that “good passenger service helps beget good 
freight service.” 


WESTERN HOLIDAY FARES 


Holiday excursion rates on the western railroads will go 
in effect December 1 instead of December 15 as heretofore, 
according to a decision made by passenger officials of the west- 
ern railroads. All tickets will be sold on a 30-day return limit. 
The rates for first class travel will be on the basis of one and 
one-third fares at three cents a mile for the round trip. Coach 
fare will be one and one-half fares at the basic rate of two 
cents a mile for the round trip. 

According to Hugh W. Siddall, chairman, Western Pas- 
senger Association, the advance in date was prompted by re- 
quests from travelers. He said there was a marked increase 
in those who prefer to take their annual vacations in the 
winter. Winter passenger business in the west was expected 
to reach record-breaking proportions, he added, because the 
reduced fares were applicable not only on regular equipment 
but on the new streamlined speed trains that have become 
exceedingly popular with the traveling public. 
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The Economic Principles of ‘Transportation 


Second of a Series of Nineteen Articles on Railroad Organization, 
Operation, and Traffic, by G. Lloyd Wilson, Professor of Commerce and 
Transportation, University of Pennsylvania, and Chairman, Committee 
on Education and Research, Associated Traffic Clubs of America. 


RANSPORTATION may be defined as the carriage, con- 
[ ‘vevance, or transfer of persons or property from one place 

to another. In economic science, transportation plays an 
important part, though its importance is not always fully ap- 
preciated. 

In the first place, the transportation of goods from places 
where they are so abundant that they have little or no value 
to places where they are scarce or non-existent creates what 
is known as place value or place utility. In Death Valley, Cali- 
fornia, there are great and apparently limitless quantities of 
borax which, at that place, has little if any economic value. 
The borax, however, is useful for many industrial and’ domestic 
purposes, so it is mined, loaded on transportation conveyances, 
and transported to markets throughout the United States 
where it is sold at prices sufficient to defray the capital and 
labor costs incident to its production, marketing, and trans- 
portation. The difference in value of the borax at the place of 
production and at the places where it is used is due, in part, 
at least, to the services of the transportation agencies used to 
move it from the place of abundance to the place of scarc'ty. 

Another common example may be used to illustrate the 
fundamental importance of transportation to economic life. 
Ice is a free good in the Arctic regions. There is so much 
ice there that it has negative value or “illth,”” as John Ruskin 
so aptly termed goods that are superabundant. Polar explor- 
ers, navigators, and aviators would cheerfully dispense with 
all but a small portion of the ice in the Arctic and Antarctic. 
In the temperate and tropic zones, ice is a rare luxury, or was 
until the development of mechanical refrigeration. If the nui- 
sance, ice, in the Arctic and. Antarctic zones could be trans- 
ported to the temperate and tropic zones, place utility would 
be created and the value of ice in the cold areas would be in- 
creased and in the mild and hot areas of the world its value 
would be decreased. 


Transportation and Division of Labor in Production 


Another basic connection between transportation and eco- 
nomic life generally is the importance of adequate and efficient 
transportation to the development of industry and the division 
and subdivision of labor within industry. The division of labor 
is limited by the extent of the market in which the product 
can be sold. The local or household industries in the early 
stages of modern industrial development, when there was not 
adequate and efficient means of transportation, were limited 
in production to the quantity that could be disposed of in the 
area that could be served directly by the small producers. 
The village cabinet-maker’s ability to produce goods and to 


employ others to divide the task of producing the various parts. 


of the furniture he built were limited by the lack of adequate 
transportation facilities to transport the lumber and other 
materials used in manufacture and to convey the finished 
products to consumers at a distance from his village. Later, 
fast and efficient means of transportation made it possible to 
establish large factories either near the sources of supply of 
taw materials or near the consuming markets, depending on 
the difference in transportation rates on the raw materials and 
finished products. In these large factories men and machines 
could be employed to perform the various cutting, trimming, 
gluing, glazing, smoothing, painting and finishing processes 
under a system of division of labor. The economies of large 
scale production and division of labor are thus made possible 
through the availaibility of transportation facilities. 


Transportation facilities tend to intensify the division of 
labor so that improvements in transportation tend to increase 
the minuteness of the division of labor and to extend the horizon 
of economic activity. Great stress is laid on the importance of 
the invention of machinery to the development of the factory 
system and the accompanying increase in productivity and a 
specialization of industrial labor. It must be borne in mind, 
however, that machines were introduced in the field of trans- 
portation as well as in manufacturing and without the mecha- 
nization of transportation, the introduction of machinery in fac- 
tories would have been of little avail. Without improved trans- 
portation facilities raw materials could not have been brought 
economically to the factories in sufficiently large quantities to 
supply these centralized production units nor could be the fin- 
ished products be distributed over sufficiently wide area to 
support the factory system. 


The introduction of steam power in railroad and waterway 
transportation and the construction of turnpikes and highways 
early in the nineteenth century greatly extended the industrial 
revolution. Some economists, including Professor F. W. Taussig, 
consider that the introduction of steam power in railroad trans- 
portation began a second industrial revolution. It seems prefer- 
able to consider the application of steam to railroad and water 
transportation as the continuation of the industrial revolution 
that began with the introduction of steam power in manufac- 
turing and the development of the factory system with suc- 
cessive applications of machinery and power to manufacturing 
and transportation. 


Geographical Division of Labor 


Another effect of the application of mechanized transporta- 
tion on industry is found in the geographical division of labor 
which it facilitates. Prior to the development of fast and effi- 
cient facilities of transportation, industries served limited areas 
and centers of production were found in many parts of the 
country. On the other hand, goods produced only in one region 
could be distributed only in the area where they were produced. 
The development of fast and cheap transportation has given 
many of these producis national and international markets. 
Pacific coast salmon is distributed to all parts of the United 
States and Canada. Citrus fruits and fresh fruits and vegetables 
from California, Florida, and Texas are shipped in refrigerator 
ventilated or other perishable protected freight cars, to national 
markets. Borax, referred to previously, and many other com- 
modities produced only in certain sections, are marketed in all 
parts of the United States. Improved transportation, then, has 
intensified the effects of the industrial revolution and develop- 
ment of the factory system through extending the division of 
labor within factories and making possible the geographic 
division of labor. As the facilities of transportation have im- 
proved, corresponding changes have taken place in industry, 
and the process is not yet over. Rather, it is a cumulative 
process. 

One of the best examples of the effects of improved trans- 
portation on industry is found in the meat industry. Before the 
era of fast and efficient transportation, food animals were 
slaughtered and dressed by the farmers or by local butchers 
and the meat products were consumed locally. Improved trans- 
portation promoted the raising of cattle, sheep, and other food 
animals in large herds on the ranches of the western and south- 
western portions of the United States. From here the animals 
are shipped to the packing centers, where the cattle are slaugh- 
tered and the meat, hides and skins, and by-products are pre- 
pared under factory conditions attended by minute division 
of labor in which each worker by machine is used in repetitive 
performance of a single operation. rather than in performing 
all of the operations, incident to killing, skinning, and dressing 
the animal or carcass. 

In lke manner, fast and efficient transportation has made 
it possible for the fresh and cured meats. canned packing house 
products, hides and by-products to be distributed to sectional 
or national markets. -Refrigerated cars have been developed 
to enable the packers to shin fresh meats to markets thousands 
of miles away and special services, such as neddler car services. 
in which small quantities of meats and packing house products 
can be shipped to small communities that otherwise would be 
without the benefit of city-dressed meats and nacking house 
products, have extended the markets and produced geographical 
as well as local division of labor. 

Refrigerated ocean steamships are used in the transporta- 
tion of frozen meats from the Argentine to western European 
markets, extending even further the geographical division of 
labor and the development of international markets. 


Highways and Trucks 


The introduction of improved hard-surfaced hithways and 
motor trucks has tended to change even further the methods 
followed in the production and distribution of many products, 
so that the changes in economic organization due to the imvact 
of mechanized and improved transportation facilities cannot be 
— as being finished, but must be considered as dynamic 

orces. 

In the extractive industries, improved transportation facili- 
ties in the form of light railways, railroads, pipe lines, steam- 
ships, aerial bucket tramways, motor trucks, and airplanes, 
have assisted in the location and operation of mines, oil wells, 
natural gas production, coal, lumbering, and all other industries 
engaged in extracting wealth in the form of natural resources. 
Light railways or railroads are constructed in mining areas 
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to convey the ores produced in the mines to the smelters. Aerial 
bucket tramways operating on overhead cables are used to 
transport ores from mines where access by rail is impracticable. 
Gathering and trunk lines are used to convey oil and natural 
gas from the wells to concentration points to be held for the 
market. Steamships are used to transport petroleum and its 
products in crude or refined forms to refineries or marketing 
centers. Motor trucks are,used in many ways in facilitating 
the production of minerals, petroleum, forest products, and 
other resources. Airplanes are used in timber cruising, mineral 
prospecting, and survey work, in locating and patrolling pipe 
lines, other transportation routes, and in other ways. 

In agriculture, improved transportation has utterly changed 
old economic arrangements in the raising of cereal crops, fruits 
and vegetables, and dairy products, making possible the develop- 
ment of land remote from consuming centers and bringing 
various products into profitable production. 


Transportation and Distribution 


Transportation is not only the indispensable adjunct of the 
extractive industries, of agriculture, and of the manufacturing 
industries, but it is the arterial system of modern distribution 
making possible the development of international, national, and 
sectional markets and the placing of great varieties of the 
products of the mines, of the forests, and of the factories within 
the reach of great masses of people. 

A simple illustration serves to show the various transporta- 


tion services and agencies necessary to distribute products in 
modern society. 


A farmer in one of the western states raises a crop of 
wheat that, when harvested and threshed, is transported to a 
local grain elevator by horse-drawn team or by motor truck. 
Here the grain is stored temporarily. Later it is shipped in a 
railroad freight car to a primary grain marketing center where 
it is inspected and graded either in the car or unloaded from 
the car and stored in a grain elevator. The number of transpor- 
tation and storage operations is increased at this stage if the 
grain is moved by rail and water routes to the primary mar- 
kets. From here the grain is sold and moved by railroad again 
to a milling center where it is ground into flour and packed 
into barrels or bags. From the milling center the barreled 
or packaged flour is transported by railroad or steamship to a 
wholesale flour dealer’s warehouse, where it is stored await- 
ing delivery to a baking company. After sale, the flour is 
transported by railroad, steamship, or motor truck to the bak- 
ery, where the flour is mixed with other ingredients and baked 
into bread. The bread prepared for the consumer in the bakery 
is loaded into delivery vehicles for the grocery stores or homes 
of the ultimate consumers. If the flour is sold in small lots to 
local bakeries the number of transportation operations is. in- 
creased at this stage of the distribution plan. 


It is unnecessary to elaborate this point or to add examples 
to show the importance of transportation and auxiliary trans- 
portation operations, such as storage, to emphasize the im- 
portance of transport to commerce and industry. The points 
to be stressed here are; first, that numerous and diversified 
transportation operations are essential to marketing; second, 
that each transportation operation represents a factor of cost 
of production and distribution; third, that constant efforts 
must be directed toward improving the efficiency of transporta- 


tion if the costs of distribution are to be reduced and waste 
eliminated. 


Transportation and Consumption 


All of us are consumers, in greater or less degree, of serv- 
ices and commodities produced and distributed subject to trans- 
portation costs. As such, we are, or should be, vitally interested 
in the improvement of transportation and in the reduction of 
costs of transportation. Improved and reduced cost of trans- 
portation makes it possible for the average American consumer 
to enjoy foods, shelter, and material comforts that were not 
available to those of great wealth a half-century or even a 
quarter-century ago. Foods and clothing prepared from 
products from places a half-continent or half-world away are 
taken for granted in modern life and the concealed transpor- 
tation system that makes them possible is as often forgotten 
as the concealed electrical wiring in our homes. The materials 
from which modern apartment houses, homes, and office build- 
ings are constructed must be transported long distances by 
various means of transportation in order to provide adequate 
shelter and the niceties of civilized life. Ours is a complex 
civilization and one that tends to become more complex as new 
desires are stimulated for goods and services, many of which 
are impossible unless adequate and cheap transportation service 
is available. 


Not only the material things of life represented by food, 
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clothing, and shelter require highly organized transportation 
services, but our social and business activities depend on them. 
Industry and commerce depend on adequate passenger trans- 
portation to convey travelers all over the country by railroad, 
motor bus, automobile, and airplane. 


Improved transportation has bound the parts of continental 
United States and the scattered dominions of the country closer 
together. The policy of the government in assisting the con- 
struction of transcontinental railroads from the Mississippi and 
Missouri River valleys to California and the Pacific coast helped 
to bring the far-western and Pacific coast territories into the 
Union as states and has promoted political solidarity in a nation 
of over three million square miles and nearly one hundred and 
fifty million persons. 


Joint Costs in Transportation 


Several important economic laws should be examined in 
connection with a systematic study of transportation economics. 
One of these is the law of joint costs. Railroads and, to varying 
extents, other agencies of transportation transport literally 
thousands of different types of commodities over the same road- 
bed or route every day. Numerous transportation services are 
produced under varying conditions in the same train movements 
simultaneously. It is possible to ascertain costs of train opera- 
tion a day or a mile but it is difficult to determine the cost of 
performing the transportation services in connection with each 
movement of passenger or freight traffic. The services are 
produced simultaneously and the apportionment of total cost 
to them of traffic or service cannot be accurate. The roadbed, 
rolling stock, buildings, signal system, labor, and other facili- 
ties of the railroads are used to produce transportation services 
jointly, so that the costs of producing any given service or of 
transporting any given commodity tends to be obscured. Cer- 
tain costs, including direct labor costs, fuel, and vehicle main- 
tenance, may be allocated to certain services, if not to particular 
commodities and movements, but other costs, including the 
expenses of maintaining way and structures and overhead costs, 
cannot be so readily allocated. The practical result of the 
operation of the law of joint costs in transportation is to shift 
the burden of rates to commodities according to their ability to 
bear the rates rather than on the cost of performing the service, 
though costs, in so far as they can be located or estimated have 
come to play an increasingly important part in modern rate- 
making and, doubtless, will be emphasized to an increasing ex- 
tent as cost data are made more readily available. 


Law of Increasing Returns 


Railroads and other agencies of transportation present 
excellent examples of industries subject to increasing returns. 
The costs of operation in railroad transportation for each unit 
of traffic transported tend to decrease, within certain limits, 
as the volume of traffic increases. Each successive passenger 
or unit of freight traffic added to the normal volume of traffic 
costs relatively less to transport because the fixed charges and 
many of the costs of operation do not increase directly with the 
volume of traffic transported. The roadbed, bridges, structures, 
signal system, rolling stock, and other facilities and equipment 
are there available for use and additional traffic can be trans- 
ported with these facilities at slight additional costs for addi- 
tional labor, repairs, and fuel. Until the volume of traffic in- 
creases to such an extent that new or additional facilities or 
extensions are required, additional traffic yields larger and 
larger net returns a unit of traffic transported. 


On the other hand decreases in traffic and revenues from 
traffic are not accompanied by corresponding decreases in op- 
erating and fixed expenses, so that, after the railroads or other 
transportation carriers traffic falls below certain quantities 
required to meet fixed and operating costs, deficits pile up at 
an appalling rate. The operation of this two-edged economic 
law has been forcibly illustrated in the results of decreased 
passenger and freight traffic in the years between 1929 and 1933. 


Types of Carriers 


It is a serious mistake to consider the various types of 
transportation carriers as separate and isolated business enter- 
prises. They are not. They are public utilities performing 
essentially the same service—transportation—for all who can 
and wish to use their services for hire or with such limitations 
as are imposed by the carriers or by public authority. They 
may carry all types of passenger or freight traffic, or they may 
devote their respective facilities to certain types of traffic. 
They may serve international, national, sectional, or local areas. 
Essentially, however, they are parts of a transportation system, 
the integration and coordination of which constitutes one of 
the most important economic problems of recent times. 
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A classification of the transportation system of the United 
States includes: 
(1) steam railroads; 
(2) light railways; 
(3) urban street railways; 
(4) urban elevated and subway lines; 
(5) urban taxicab companies; 
(6) motor bus or coach lines; including 
(a) local, or, 
(b) interurban or intercity. 
(7) motor truck or freight lines; including 
(a) local, or, 
(b) interurban or intercity. 
(8) interurban or long-distance electric railways; 
(9) railway express carriers; 
(10) steamship or waterway carriers, including, 
(a) coastwise, 
(b) intercoastal, 
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(c) inland waterway or canal, 
(d) Great Lakes, 
(e) overseas. — 
(11) air transport lines; including, 
(a) passenger, 
(b) mail, 
(c) express. 
(12) petroleum pipe lines; 
(13) natural gas pipe lines; 
(14) aerial tramways; 
(15) bridges; 
(16) highways, turnpikes, and roads; 
(17) railway car lines owning and operating special types of rail- 
way equipment; 
(18) Wharf and dock companies; 
(19) grain elevator and storage warehouses; 
(20) lighterage and barge companies; and 
(21) freight forwarding companies. 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





HE DIDN’T HEAR ROOSEVELT SAY IT 


Editor The Traffic World: 

Your publication, dated November 7, 1936, page 879, ‘‘Elec- 
tion Aftermath,” among other things, states ‘“* * * * the silly 
and untruthful remarks made by President Roosevelt himself 
in his Chicago speech.” 

The undersigned listened to his Chicago speech and I do 
not recall where any untruthful or silly remarks were made 
by our President to the effect that he had compelled the rail- 
roads to reduce rates and make money. 

Since the days of my grandfather, my father, and myself, 
we have always vigorously upheld the Republican ticket, stand- 
ing squarely on a platform of every man for himself and let 
the Devil take care of the hindermost; however, am glad to 
say that this year I voted for our President and have any num- 
ber of reasons for breaking the traditions of our family. 

Much can be said on either side and it is with consider- 
able repugnancy that I read some of your political articles. I 
cannot make myself feel that the Great Northern Railway 
should continue to subscribe to a publication of this kind where 
the most prominent articles in the forepart of the publication 
are confined to putrefications of national politics. Further- 
more, this publication authorized for this office is passed on to 
the various employes and I cannot afford to have them lose 
valuable time which has been sold to the corporation, in read- 
ing articles of this kind, and if your waste of space continues 
by publishing political articles, I shall recommend to our com- 
pany that the subscriptions be cancelled and that we again go 
back to our old plan of securing traffic information from our 
former sources. 

F. G. Sprain, Auditor Overcharge Claims, 
Great Northern Railway Co. 
St. Paul, Minn., Nov. 18, 1936. 





Mr. Sprain may, of course, do as he likes about suppressing The 
Traffic World among Great Northern employes who need it, because he 
does not like some of its editorials—though it seems to us he is as- 
suming a good deal of authority for an auditor of overcharge claims— 
but we shall continue to comment as we see fit on the transportation 
utterances and actions of public officials and candidates for office, re- 
gardless of politics. It is unfortunate that Mr. Sprain, though he says 
he listened to the Roosevelt Chicago speech, did not hear the remarks 
referred to. Maybe he took a little nap in the course of the presidential 
discourse. Anyhow, he will find in the October 24 Traffic World, a ver- 
batim report of those remarks,-—Editor The Traffic World. 


PROBLEM IN TRAFFIC MANAGEMENT 


Editor The Traffic World: 

A traffic manager has one car of freight that can be satis- 
factorily handled over one of five routes. He has been solicited 
by each of the five carriers for this business. 

No. 1 Route—The traffic manager personally likes the 
representative of this line and, although he has not been in 
a position to favor the line as much as he would like to, this 
is an opportunity to do so. 


No. 2 Route—This line can provide the best service. 

No. 3 Route—This line makes the industrial switch at des- 
tination. 

No. 4 Route—The representative of this line has made 
active solicitation for this particular business. 

No. 5 Route—For business reasons, the consignee at des- 
tination prefers this route. 

Question: If you were the traffic manager, which route 
would you select? 

R. R. Rabon, Traffic Manager, 


Campbell Taggart Associated Bakeries, Inc. 
Kansas City, Mo., Nov. 12, 1936. 


GOVERNMENT OWNERSHIP 


Editor The Traffic World: 

You hit the nail squarely on the head in your editorial 
November 14 on government ownership of railroads. 

“The paying basis” is the only basis which will attract 
private capital. Private capital attracted to our railroads, be- 
cause they represent a reasonably secure and profitable invest- 
ment, is the only possible way we can avoid government 
ownership. 

The revival of business sufficient to furnish the railroads 
with tonnage, also the question of labor legislation, are un- 
doubtedly two extremely important factors. However, does 
the problem stop there? 

Since 1929, with some recent exceptions, the railroads have 
not proved attractive to private capital and we have been 
headed directly and rapidly toward government ownership. 

The danger seems to be sufficiently great and the matter 
of sufficient importance to warrant a thorough investigation 
and analysis of the situation by an unbiased body to determine 
the actual facts and make suggestions as to what is necessary 
to avoid government ownership of rail lines. 

W. F. Price, Traffic Manager, 


The J. B. Williams Co. 
Glastonbury, Conn., Nov. 17, 1936. 


HIGH RAILROAD WAGES 


Editor The Traffic World: 

I have before me this morning two publications from the 
committee on public relations of the eastern railroads—one 
entitled, “Railroad Data—November 13, 1936,” and the other, 
“A Yearbook of Railroad Information, 1936 Edition.” 

In the former is a cut showing the distribution of railway 
gross revenues, class I railroads, for the calendar year 1935, 
which indicates that 45 per cent of the railroad revenues went 
for wages. In the Yearbook we find, on page 65, that the rail- 
way employes numbered 994,078, of which 11,913 were execu- 
tives, officials, and staff assistants; hence, .012 per cent of the 
total were listed as executives, officials, and staff assistants. 

Page 66 shows the average wages by classes, to which there 
is a footnote added reading as follows: 
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In connection with the foregoing figures it is interesting to note 
that the total salaries paid by the Class I railways in 1935 to all their 
executives, officials and staff assistants amounted to only 3.9 cents out 
of every dollar paid out by these roads in wages. 


Taken by itself, this footnote does not seem unreasonable 
but, when you divide the 3.9 per cent by the representative 
number of officials—.012—you find that the officials received 
an average of 325 per cent of the wages paid the other groups 
of employes, which does not look so well. 

Further, when you turn to page 67, and find that the aver- 
age wages paid to railway employes in 1935 was about 217 
per cent of the 1913 average wages, while living expenses have 
gone up but 40 per cent since 1913, it must be obvious that 
railway employes are in a very preferred class at the present 
time. 

I do not know how these figures would compare with gov- 
,ernment employes generally, or postal employes in particular, 
but I do know that, compared with industrial establishments, 
unless it may be in automobile manufacturing, no such favor- 
able comparison can be made, and my own opinion is that 
railroad employes, as a whole, are a very lucky class, and that, 
as to officials, they are exceedingly fortunate, being both over- 
staffed and overpaid. 

Page 66 of the Yearbook shows that the average employe 
in the maintenance of way and structures departments re- 
ceived $1,065 in the year 1935. 

I have said before, and I say now, that these employes 
are no more skillful, as a class, than are the average run of 
farm laborers who have to repair and operate tractors, auto- 
mobiles, binders, etc., on the farm, and I believe statistics for 
the United States will show that the average married man on 
the farm who receives in cash wages as much as $40 per month 
is the exception and not the rule. 

He usually receives his house rent free, and the milk and 


butter from a cow, and the keep of some chickens. Adding 
these items of: 

I eG aE ca Diy rt na wien eee Ox CES ST EREE TEER 50s Geka eke eae een soe $480.00 
Sey nnn Ne SUNONNEEN OE” ss 5s cos 00d) a's 00 ode wwe beth dbo ane es 120.00 


Upkeep of cow (The section hand very often pastures his cow on 


the railroad right-of-way free of charge) .................... 25.00 
eS rE) a che Soa bb wane b beet bedee bonne asebaawak 25.00 
NE oink 0ERb eo Sree b's 0d Dibawe ee Ki ndek ond eis xanweunll $650.00 


compared with the $1,065 average paid railroad men. 


A farmhand, therefore, receives only 61 per cent of the 
wages paid to the lowest class of railroad employes. 

I mention this fact only to show that, for an industry 
fighting for its life and for increased freight rates to preserve 
such life, which increases have to be paid by the products of 
the farm and factory, in the last analysis, the railroad men 
are in a rather enviable position. And I am inclined to think 
that, if their wages were compared with the wages paid to 
their competitors in the truck and bus business, instead of with 
the farm laborer, they would still be considered fortunate by 
any disinterested observer. 

J. H. Johnston, Secy.-Treas. and Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., Nov. 18, 1936. 


PENNSY Y. M. C. A. JUBILEE 

Special observances along the lines of the Pennsylvania 
Railroad this week commemorated fifty years of the service’ of 
the Y. M. C. A. on that railroad. The center of the observations 
was the main Pennsylvania Railroad Y. M. C. A. building in 
Philadelphia. The week of celebration began with a program 
of entertainment the evening of November 16. Other events of 
the week were a community membership night, a basketball 
tournament and a dance. The retired men’s association held a 
luncheon November 19. The next evening there was an old 
timer’s dinner and jamboree. Saturday night, November 21, 
was to be children’s night. The observance was to close with 
an anniversary service, November 22, at which there was to be 
an address by the Rev. Dr. Charles R. Erdman, who served as 
Y. M. C. A. chaplain for 25 years. 

The main event was the golden jubilee banquet, Novem- 
ber 18. Lester C. Haworth, general secretary, Philadelphia 
Y. M. C. A., was the principal speaker. The Keystone Quartette, 
the Pennsylvania Railroad Glee Club and visiting railroad units 
from Camden, Trenton, Jersey City, South Amboy and Jamaica 
contributed to the entertainment. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Doings of the Traffic Clubs 





The Pacific Traffic Association of San Francisco will hold 
a Christmas party at the Deauville Club December 16. A peti- 
tion to change the name of the association to the San Fran- 
cisco Traffic Club has been signed by 35 members and will be 
voted on at the meeting to be held December 8. 





J. H. Clemson, district agent, Transcontinental and West- 
ern Air, spoke on “Air Transportation” at a meeting of the 
Reading, Pa., Traffic Club at the Elks Home November 5. 
Motion pictures of the activities of the Civilian Conservation 
Corps were shown. 





Professor G. E. Meador, Oklahoma City University, spoke 
on astronomy at a lunchon meeting of the Oklahoma City 
Transportation Club at the Huckins Hotel November 16. The 
club will install its new officers, in connection with a dinner 
dance, at the Biltmore Hotel December 17. 





The Bridgeport, Conn., Traffic Association observed rail- 
way express night at a dinner meeting at the University Club 
November 16. J. H. Butler, traffic executive, Railway Express 
Agency, Inc., and L. G. Brower, eastern sales representative 
for the agency, were the speakers. Mr. Butler spoke on “What 
Is New in Transportation?” and Mr. Brower on air transpor- 
tation. A motion picture, “Flying the Lindbergh Trail,” was 
shown. 





The Women’s Traffic Club of Greater New York held an 
educational meeting in the assembly hall of the Merchants’ 
Association November 19. Baxter Weaver, Acme Fast Freight, 
Inc., led a discussion of the packing requirements of the clas- 
sification. 





R. A. Kirkpatrick, Union Pacific, spoke on Hawaii at a 
meeting of the Transportation Club of Des Moines November 
16. The club will hold an educational meeting at the Hotel 
Savery November 23. Jim McColloch, Chicago, Rock Island 
and Pacific, will speak on “The Value of a Freight Traffic 
Manager,” and Howard Tehan, assistant traffic manager, Iowa 
Packing Company, on “My Business and Its Relation to Trans- 
portation.” The club will hold its annual Christmas party for 
children December 18. 





The Traffic Club of Minneapolis held its luncheon meeting 
November 19 at the plant of the Munsing Wear Corporation. 
The affair was arranged by G. S. Blomgren, traffic manager of 
the corporation. Ladies were guests. There was a program of 
entertainment. 





Charles Colfax Long, lecturer, spoke on “Our Heritage 
and Its Preservation,” at a luncheon meeting of the Washing- 
ton, D. C., Transportation Club at the Hotel Raleigh Novem- 
ber 19. 





The Transportation Club of St. Paul held a luncheon meet- 
ing at the Hotel Lowry November 17. There was no speaker 
but there was a program of entertainment. 





The annual Thanksgiving luncheon of the Traffic Club of 
St. Louis will be held at the Hotel Jefferson November 23. 
The Rev. C. Oscar Johnson, Third Baptist Church, will be the 
speaker. The annual children’s Christmas party will be held 
at the Jefferson Hotel December 17. The date for the club’s 
annual dinner has been set for January 12, 1937. It will also 
be held at the Jefferson Hotel. 





The luncheon meeting of the Traffic Club of Houston, to 
be held at the Rice Hotel November 24, will be known as 
Continental Can day. J. L. Baughman, traffic manager, Conti- 
nental Can Company, will be in charge of the program. 





H. N. Russell, football coach, Masonic Home, spoke on 
football at the luncheon meeting of the Traffic Club of Fort 
Worth November 16 at the Blackstone Hotel. Julien B. Harris, 
traffic manager, Continental Oil Company, was chairman of 
the committee in charge. 





The annual meeting and election of officers of the Trans- 
portation Club of Springfield, Ill., will be held at a dinner 
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meeting December 7. The following nominations have been 
submitted by the nominating committee: For president, H. G. 
Keiser, agent, Illinois Central; vice-president, Charles H. Ash- 
ton, traffic manager, Springfield Boiler Company; secretary- 
treasurer, A. G. Grimm, traffic manager, Pillsbury Flour Mills 
Company. 





Charles H. Roesle, recently elected president of the Traffic 
Club of St. Joseph, Mo., entered the 
service of the Atchison, Topeka, and 
Santa Fe Railway Company as clerk 
in the local freight office at St. Joseph 
September 20, 1901. He was continu- 
ously employed in that office in various 
positions until October 22, 1907, his 
last position being chief bill clerk. Octo- 
ber 23, 1907, he was promoted to chief 
clerk in the division freight and pas- 
senger office of the same company, and, 
August 1, 1922, was appointed city 
freight and passenger agent. July 16, 
1933, he was made division freight and 
passenger agent, which position he now 
holds. He served as a director for five 
years of the Traffic Club of St. Joseph 
and, last year as its vice-president. 





John S. Mowbray, general agent, Lehigh and New Eng- 
land, has been elected chairman of the Transportation Divi- 
sion of the Hartford, Conn., Chamber of Commerce. The annual 
dinner of the division will be held at the Hotel Bond February 
11, 1937. John W. Ghent, general traffic manager, Consolidated 
Motor Lines, is chairman of the dinner committee. 





The annual meeting and informal dinner of the Traffic 
Club of New York will be held at the Commodore Hotel No- 
vember 24. Officers will be elected. Charles C. W. Braden 
is chairman of the committee in charge. There will be a 
program of entertainment. 





J. K. MeNeillie, resident vice-president, Delaware and 
Hudson, Montreal, was the speaker at a luncheon meeting of 
the Transportation Club of Toronto at the Royal York Hotel 
November 12. Mr. McNeillie spoke of the legal obligation of 
rail carriers in the United States and Canada to furnish serv- 
ice, even in cases where it was not profitable, and pointed out 
that no suggestion had as yet been made to place a similar 
obligation on motor carriers. 


Miss Irma Farr was unanimously 
elected president of the Women’s 
Traffic Club of Philadelphia and was 
installed in office by Miss Florence 
Simpson, former president, Tuesday 
evening, November 10, at the Ritten- 
house Hotel. Miss Farr, who was 
vice-president of the club last year, 
holds an executive position under Don 
Hunter, vice-president of the Uni- 
versal Carloading and Distributing 
Company. He organized the Wom- 
en’s Traffic Club of Philadelphia in 
1934. The other newly elected officers 
are: Maurine Cook, King Brothers, 
first vice-president; Mary Doroba., 
Baltimore and Ohio Railroad, second 
vice-president; Ruth Waggner, Bell Telephone Company, treas- 
urer; Lucille Knowlton, John H. Faunce, Inc., recording secre- 
tary; Flora Huf, Lehigh Valley Railroad, corresponding secre- 
tary; Emma Owens, Pennsylvania Wire Glass Company, Eva 
Rittenhouse, Wilson Line, and Dorothy Loftus, American 
Hawaiian Steamship Company, directors. 








The Women’s Traffic Club of Los Angeles held a dinner 
meeting at Simons restaurant November 18. The speakers 
were Mrs. Henrietta Gloff Miller, formerly traveling passenger 
agent, Atchison, Topeka and Santa Fe, who spoke on her recent 
trip to the Orient, and Mrs. Ann Leidendecker, head of the 


department of science and industry of the Los Angeles Public 


Library. 





The Traffic Club of Denver held a dinner meeting at the 
Oxford Hotel November 12. There was a keeno party after 
the meeting. 





The annual business meeting and election of officers of 
the Transportation Club of Louisville will be held at the Brown 
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Hotel December 1. The annual dinner of the club will be held 
at the Brown Hotel December 17. 





The annual meeting and election of officers of the Motor 
City Traffic Club of Detroit will be held at the Detroit-Leland 
Hotel December 21. 





J. M. Fitzgerald, vice-chairman, Committee on Public 
Relations of the Eastern Railroads, New York, will speak on 
“The Spectre of Government Ownership,” at a forum meeting 
arranged by the committee on education of the Philadelphia 
Traffic Club at the Warwick Hotel November 23. 





Eleven applicants were elected to membership in the Met- 
ropolitan Traffic Association of New York at a meeting at the 
Midston House November 12. The applications of fourteen 
more were received. C. J. Baker, chairman of the club’s traffic 
committee, spoke on current transportation developments. 
There will be an educational meeting of the club December 10. 





The Traffic Club of Pittsburgh will hold a dinner dance 
and bridge party at the William Penn Hotel November 21. 
The affair is in the hands of the entertainment committee of 
which C. C. Gray is chairman and W. B. Shepherd vice-chair- 
man. The annual dinner of the club will be held at the 
William Penn Hotel January 22, 1937. M. C. Richards is chair- 
man and H. F. Starke vice-chairman of the committee in 
charge. 


ee eT | Elmer H. White, traf- 


fic manager of the Oliver 
Farm Equipment Com- 
pany, is the new president 
of the South Bend Trans- 
portation Club for the 
year 1937. The other 
newly elected officers are: 
George O. Hultgren, divi- 
sion freight agent, Penn- 
sylvania Railroad, vice- 
president; Marion C. Croft, 
general agent, Denny 
Motor Lines, second vice- 
president; Arnold R. Cor- 
son, traffic manager, Sim- 
plicity Paper Company, 
secretary-treasurer. The 
annual Christmas party of 
the club will be held De- 
cember 17, and the annual 
dinner February 25. 








W. A. Beck, Bethlehem Steel Company, was the speaker 
at a dinner meeting of the Traffic Club of the Lehigh Valley 
at the Hotel Traylor, Allentown, Pa., November 16. He also 
showed a motion picture “The Making of Galvanized Steel 
Sheets and Wire.” Fred Hicks, president of the club, pre- 
sided. There were 118 present. The next meeting of the club 
will be held at Bethlehem, Pa., December 14. 





Jack G. Scott, chief of the section of law and enforcement 
of the Commission’s motor .carrier- bureau, was the speaker 
at a dinner meeting of the Traffie Club of -Topeka,.Kan., at 
the Hotel Kansan November 16. He said one of the immediate 
results of the motor carrier act was a general reduction in 
motor freight rates. While he was unwilling to guess whether 
rates would remain at their present level, fall still lower, or 
eventually rise, he said that the latter would;have to be the 
fact if the industry expected to attain stabiJity. He said he 
thought the public would rather pay compensatory rates to an 
industry of some stability than to have the advantage of de- 
pressed rates with an undependable industry. He spoke of 
the enormity of the Commission’s task and cited as an example 
the many thousands of applications under the “grandfather” 
clause, a great percentage of which had to be investigated. In 
order to expedite this work, he added, a shortened method 
of procedure had been worked out and it was going on apace. 
However, he added, in this as in other matters connected with 
the enforcement of the law, the policy of the Commission was 
to “make haste slowly.” He said that, while the act was often 
called “experimental,” that was not the case. The law was 
framed after an experimental operating period of ten or twelve 
years, he said, and was backed up with a half-century of 
experience with regulation by the railroads and in the enforce- 
ment of regulation by the Commission and many state regula- 
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tory bodies. At the meeting the club elected the following 
officers: President, J. G. Neville, traffic manager, Seymour 
Packing Company; secretary-treasurer, R. C. Morrison, Mis- 
souri Pacific; members of the board of directors, P. A. Real, 
freight solicitor, Chicago, Rock Island and Pacific; Nathan 
Nightingale, assistant taffic manager, Morrell Packing Com- 
pany; Bruce Hurd, freight solicitor, Atchison, Topeka and 
Santa Fe; Ed C. Nash, Capper Publications. 


Glenn W. Stephens, attorney, Madison, Wis., will speak 
on “Highway Transportation” at the annual dinner of the She- 
boygan, Wis., Traffic Club at the Hotel Foeste December 3. 
Officers will be elected. 


The traffic discussion group of the Junior Traffic Club of 
Chicago will hold a meeting at the Palmer House November 24, 
at which Luther M. Walter, attorney, will speak on “The Origin, 
Scope and General Plan of Federal Regulation of Transporta- 
tion and Communication.” This will be the first of a series of 
discussions on the interstate commerce act. December 8, R. A. 
Sperry, chairman, Illinois Freight Association, will lead a dis- 
cussion on “The History, Development, Practices and Applica- 
tion of Rates Within the Chicago Switching District.” 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Herman A. Bayless, Cincinnati, O.; Charles F. 
Black, Burlington, Vt.; William A. Brophy, Albuquerque, N. M.; 
E. Fontaine Broun, New York, N. Y.; Jesse C. Byrd, Green- 
bush, Va.; Roy B. Chipps, St. Louis, Mo.; Llewellyn Cole, Mil- 
waukee, Wis.; James W. Cooper, Knoxville, Tenn.; George E. 
Couteaux, St. Paul, Minn.; Clayton F. Devine, Chicago, IIL; 
W. Donald Dubail, St. Louis, Mo.; Joseph H. Edwin, Akron, O.; 
William G. Fennell, New York, N. Y.; Joseph V. Ferguson II, 
New Orleans, La.; Burton E. George, Detroit, Mich.; Richard H. 
Hanna, Albuquerque, N. M.; Robert C. Hardy, New York, N. Y.; 
Ben Hatcher, Ada, Okla.; Frederick M. Hatcher, Ada, Okla.; 
C. Ellis Henican, New Orleans, La.; John M.. Hennessy, Tulsa, 
Okla.; Harold C. Hernly, Chicago, Ill.; Arthur C. Hodgson, 
Washington, D. C.; Winston S. Howard, Denver, Colo.; Craw- 
ford Johnson, St. Louis, Mo.; Charles R. Judge, St. Louis, Mo.; 
Mark Kerr, Yates Center, Kan.; Sam A. Kessler, St. Louis, Mo.; 
Leonard King, Austin, Tex.; Philip C. Kopitsky, St. Louis, Mo.; 
Benedict Krieger, Passaic, N. J.; Henry R. Lebouisse, Jr., New 
York, N. Y.; Leo Lyng, St. Louis, Mo.; John H. Martin, St. 
Louis, Mo.; Edmund A. McCarthy, Little Falls, N. Y.; Kenneth 
McEwen, New York, N. Y.; Karl R. Michelet, New York, N. Y.; 
Earl C. Moore, Wichita, Kan.; Carl R. Olson, Chicago, II1.; 
Frederick L. Quincy, Columbus, Ga.; Samuel R. Rabinoff, Chi- 
cago, Ill.; Robert D. Ray, Jackson, Miss.; Eugene A. Reed, 
San Francisco, Calif.; Leslie M. Saunders, St. Regis Falls, 
N. Y.; C. I. Schafer, Wheeling, W. Va.; Charles S. Schnider, 
Kansas City, Kan.; Harold Shapiro, Milwaukee, Wis.; Edward 
M. Silverstein, Brooklyn, N. Y.; Clarence T. Spier, Omaha, 
Neb.; Harry E. Stocker, Elizabeth, N. J.; Robert W. Tunnell, 
Edwardsville, Ill.; James Edward Waddell, Washington, D. C.; 
Edward Everett Watts, Jr.. New York, N. Y.; Harold Wax- 
man, Kansas City, Mo.; John W. Wayland, Washington, D. C.; 
Arthur E. Whittemore, Boston, Mass.: Charles J. Winkler, 
Boston, Mass.; Thomas F. Woodley, Bangor, Pa.; Albert E. 
Wool, New York, N. Y.; Harold E. Wynn, Canton, O. 


POUND OF COAL—NOT TON / 


The Association of American Railroads has issued a cor- 
rection of the statement on research activities of the railroads 
(see Traffic World, Nov. 7, p. 900) with respect to “for each 
ton of coal consumed in freight service, 84% gross tons of freight 
and equipment were hauled one mile.” The word “pound” 
should have been used instead of “ton,” making the statement 
read “for each pound of coal consumed,” etc. 


A CORRECTION 


The Spirit of St. Louis, St. Louis-New York passenger 
train, the twenty-seventh anniversary of which was noted in 
the Traffic World November 14, p. 982, is operated by the 
Pennsylvania Railroad, not by the New York Central, as in- 
advertently stated in that item. 


RAILROAD RADIO PROGRAM 


The radio program of the Corborundum Company (Voice 
of Niagara) at 7:30 p. m., eastern standard time, December 5, 
will be dedicated to the railroads, having been arranged in 
consultation with the Association of American Railroads. The 
idea, in general, is to tell the public what the railroads mean 
to the country. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Freight Charges—Liability of Consignor Where Notation Placed 
on Manifest Instructing Collection of Charges from Con- 
signee 


Missouri.—Question: Please refer to your answer to Illinois 
in The Traffic World, page 824, October 24th issue, regarding 
liability of consignor where no bill of lading is issued, but nota- 
tion placed on manifest instructing collection of charges from 
consignee. The vital question here appears to be not the inter- 
pretation of Section 7 of the bill of lading, but the matter of 
whether or not the manifest and notations placed thereon are 
equivalent to bills of lading. 

In billing of coal it is the custom of the shipper at the 
mine to tender the agent of the carrier a manifest which con- 
tains a list of all cars to be billed on that date. The manifest 
shows the car number and initial, the origin and destination, 
rate and route, and is signed by the shipper’s representative. 
From this manifest the agent prepares the bill of lading and 
waybills. The carriers retain the original signed manifest as 
authority for billing. 

From this it will be seen that the manifest signed by the 
shipper is accepted as the shipper’s instructions; therefore the 
question: If the manifest carries a Section 7 stipulation, is it 
not equivalent to executing the Section 7 stipulation on the bill 
of lading for each and every car covered by the manifest? 

Can you furnish citations in support of your opinion? 

Answer: We have been unable to locate decisions of the 
courts which determine the question involved in your inquiry, 
namely, whether the notation or stipulation in the manifest 
similar to the Section 7 stipulation of the Uniform Bill of Lad- 
ing with respect to the collection of the freight charges from the 
consignee, is the equivalent of the execution of the Section 7 
stipulation in the bill of lading, where bills of lading are issued 
by the carrier based upon the shipping instructions contained 
in the manifest. 

It would appear, however, that as the manifest is the 
shipper’s instructions to the carrier with respect to the billing 
of the cars, containing, as it does, complete shipping directions 
and from which the bills of lading are prepared, the notation or 
stipulation with respect to collection of the freight should be 
binding on the carrier. Where the shipping instructions con- 
tained in the manifest are acted upon and incorporated in bills 
of lading issued by the carrier, there appears to be no good 
reason why the carrier should not be bound by the Section 7 
stipulation under such conditions, as it is one of the shipping 
instructions. 

Damages—Delay 


_ Pennsylvania.—Question: A shipper sells a car of eggs for 
delivery to an eastern market at price of 28 cents per dozen. 
The delivering carrier has a delay in their yards at destination 
of 1% days (exclusive of Sunday) before affecting delivery. 
The car was refused because of this delay, making it necessary 
to place the eggs in storage, they being sold a few days later at 
27% cents per dozen. There was no market decline during 
this interval, therefore, the carriers disclaim responsibility on 
that score. There was no damage to the eggs, proven by the 
fact that the eggs were subsequently sold at within one-half 
cent of the original sale. Therefore, there is no damage element. 

Still the shipper has been damaged financially to the extent 
of one-half cent per dozen on the eggs, storage charges and 
commission on the second sale, totaling nearly $350. 

The original consignee says the eggs were not as repre- 
sented, which caused him to turn the car down. However, this 
is disproved by the subsequent sale and subsequent purchaser, 
which leaves the delay as the only cause for refusal and quality 
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of the eggs as a subterfuge. How can the shipper collect the 
financial damage under these conditions? 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made, and their market value when 
delivery was actually made. 

Delay in delivery of the goods, even though it is such as to 
render the carrier liable, does not constitute conversion, and 
the person entitled to the goods cannot on that account refuse 
to receive them and sue for the full value. Buston vs. Pa. R. 
Co., 116 Fed. 235; St. Louis, etc., R. Co. vs. Dreyfus, 132 Pac. 
491; Hackett vs. B. C. & M. C. R. Co., 35 N. H. 390; Fishman 
vs. Platt, 90 N. Y. S. 354; Chesapeake, etc., R. Co. vs. Saulsburg, 
103 S. W. 254; Spalding vs. Chicago, etc., R. Co., 75 S. W. 274, 
and other cases cited. 

The carrier’s liability is to compensate for the damages 
growing out of the delay, and not for loss; and the remedy 
of the party entitled to the goods is to sue for the damage 
he has sustained by reason of the delay. Moody vs. Southern 
Ry. Co., 60 S. E. 711; Southern Express Co. vs. Hanaw, 67 
S. E. 944. This, as a rule, is the difference between their market 
value at the time they should have been delivered and when 
they were delivered, with interest from the former date, less 
the freight, if unpaid. E. T. V. & G. Ry. Co. vs. Johnson & 
Shehan, 11 S. E. 809; Gooden vs. Southern Ry. Co., 54 S. E. 720. 

A carrier who unreasonably delays the transportation of 
goods shipped under a contract of sale is not liable for any 
special damages occasioned by the loss of the sale, as, for 
instance, any profits the shipper would have made by delivery 
of the goods at destination according to the contract of sale 
unless, at the time of the shipment, the carrier was notified of 
the existence of the contract and that the goods were being 
shipped in accordance therewith. 

Unless the notice referred to in the preceding paragraph 
is given the measure of damages is that which is ordinarily 
recoverable, namely, the difference between the market value 
of the goods at the time they should have been delivered 
and their value at the time they were actually delivered or 
tendered for delivery, to which amount should be added inter- 
est and from which amount the unpaid cost of transportation 
is to be deducted. 

In the instant case the shipper’s remedy, in our opinion, 
lies in an action against the buyer, based on the contract of 
sale, and not against the carrier, unless there was a difference 
in the market value at the time the goods were tendered for 
delivery as compared with the market value on the date the 
goods should have been delivered. Unless there was a differ- 
ence in the market value on these two days, delay in transpor- 
tation cannot be said to be the proximate cause of the shipper’s 
loss, the proximate cause being the refusal of the goods by the 
buyer, in violation of the contract of sale. 


Bills of Lading—What Constitutes a Properly Endorsed 
Shipper’s Order Bill of Lading 


Kansas.—Question: The party shown in the bill of lading 
as the party to be notified in some way got hold of the. bill of 
lading, which did not go through bank. There was no bank’s 
endorsement on the bill of lading. However, same had been 
endorsed by us. Is it necessary for the bank’s endorsement to 
be on the bill of lading? 

The shipment was delivered to the customer upon presen- 
tation of the bill of lading with our endorsement. , 

The railroad company contend they are not liable as our 
endorsement was on the bill of lading and it is not necessary 
for the bank’s endorsement to be on bill of lading unless 
specifically instructed to that effect. 


Answer: Section 28 of the Bills of Lading Act reads as 
follows: 


That an order bill may be negotiated by the endorsement of the 
person to whose order the goods are delivered by the tender of the 
bill. Such endorsement may be in blank, or to a specified person. If 
endorsed to a specified person it may be negotiated again by the en- 
dorsement of such person in blank or to another specified person. Sub- 
sequent negotiations may: be made in like manner. 


There is no requirement in the Bills of Lading Act that an 
order bill of lading be endorsed by a bank and inferentially the 
decision in Pere Marquette Railway Co. vs. French & Co., 254 
U. S. 538, 41 S. Ct. 195, shows that such endorsement is not 
required as a condition precedent to a lawful delivery of the 
goods by the carrier to the notify party to whom the bill of 
lading has been endorsed. In this case the court said: 


The shippers contend that Binder was not ‘‘a person in possession”’ 
of the bill, because he held it as agent for Marshall & Kelsey and not 
on his own account. So far as the carrier is concerned that fact is en- 
tirely immaterial. Under Section 9 it is physical possession of the bill 
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which is made a justification for delivery of the goods by the carrier, 
Under that section it is immaterial in what capacity the person holds 
possession of the bill, and also whether he holds it lawfully or un- 
lawfully, so long as the carrier has no notice of any infirmity of title, 
But the shippers’ contention would not be advanced if it were held that 
the legal, not the physical, possession is determinative. For Binder’s 
request of the trackage clerk to have the car forwarded to Dumesnil 


was later ratified by Marshall & Kelsey. If his physical possession of 
the bill were deemed legally their possession of it, the physical de 
livery to him of the car would likewise be deemed legally a delivery 


of it to them, and, hence, satisfy in this respect the requirements of 
Section 9. 


Damages—Measure of 


Illinois —Question: Will you please give us your opinion, 
also citing cases, if any, to confirm it, on what price our claim 
should be based in the following case: 

On September 25 we ordered shipped for our account from 
New York City a carload of pig tin. There were to be 535 
pigs in the shipment, weighing a total of 56,000 pounds. When 
the shipment reached destination, however, only 528 pigs were 
in the car. The shortage was immediately called to the atten- 
tion of the railroad agent and the shipper. 

After investigation it developed that the 7 missing pigs 
were incorrectly loaded by the railroad company with another 
lot of the same material to a different consignee. The trans- 
portation company endeavored to secure these 7 pigs and for- 
ward them on to us but it seems the other party desires to 
keep them and pay the transportation company for them. This, 
of course, is satisfactory to us but what we would like to know 
is what market price should govern, that prevailing at the time 


of shipment or at the time of delivery of the other part of the 
shipment. 


Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provision formerly carried in the carrier’s b‘ll of lading, 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of ship- 
ment, including freight charges, if paid, to be a limitation upon 
the carrier’s liability and therefore contrary to the Cummin’s 
amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of car- 
riage, which loss is what the shipper would have had if the 
contract had been performed. Where goods are lost or de- 
stroyed the carrier is liable, as a rule, for their full value at 
place of destination at the time they should have been de- 
livered, with interest thereon from that time, less the unpaid 
cost of transportation. 


While the destination value is ordinarily the measure of 
damages for loss of, injury or delay to goods, there is no, uni- 
form basis or method of arriving thereat. It is apparent from 
the decision of the Supreme Court of the United States in 
Illinois Central R. R. Co. vs. Crail, 281 U. S. 57, 50 S. Ct. 180, 
that each case must be determined by taking into considera- 
tion the circumstances surrounding the purchase, sale and 
transportation of the goods, such as, for instance, whether it 
was necessary to replace the goods at destination in order to 
fill a contract of sale or whether the consignee has lost a sale 
because of the non-delivery of the goods or has earned a retail 
profit by a contract of resale. 


In the Crail case, above cited, the Court, after stating that 
the basic principle underlying common law remedies is that 
they shall afford only compensation for the injury suffered, 
states that if respondent in that case had been under any 
constraint to purchase less than a carload lot to repair his 
loss or carry on his business, in that event the measure of 
his loss would have been the retail market cost of the neces- 
sary replacement, citing Haskell vs. Hunter, 23 Mich. 305, 309. 
The Court, however, held that in the actual circumstances of 
the Crail case, the cost of replacing the exact shortage at 
retail price was not the measure of the loss since it was capable 
of replacement and was, in fact, replaced in the course of 
respondent’s business from purchases made in carload lots 
at wholesale market price without added expense. 


PENNSYLVANIA LIMITED ANNIVERSARY 


The Pennsylvania Limited, fast New York-Chicago pas- 
senger train of the Pennsylvania Railroad, observed its fifty- 
fifth birthday November 19. The train made its first run 
November 19, 1881, as the New York-Chicago limited, and 
has not missed a run in either direction since that day. It 
is said to have been the first train to be designated “limited.” 
Since its first run the Pennsylvania Limited has made 40,000 
eastbound and westbound trips for more than 36,000,000 miles, 
and has carried more than 7,000,000 passengers. 








I, No. 21 


he carrier, 
rson holds 
lly or un- 
ty of title, 
> held that 
r Binder’s 
Dumesnil 
ssession of 
1ysical de 
a delivery 
rements of 


r Opinion, 
our claim 


unt from 
0 be 535 
is. When 
pigs were 
he atten- 


sing pigs 
1 another 
he trans- 
and for- 
lesires to 
2m. This, 
- to know 
the time 
irt of the 


S. 97, 40 
held that 
f lading, 
mage for 
the basis 
of ship- 
tion upon 
Summin’s 
damages 
't of car- 
ad if the 
st or de- 
value at 
been de- 
le unpaid 


pasure of 
S no, uni- 
rent from 
States in 
. Ct. 180, 
‘onsidera- 
sale and 
hether it 
order to 
st a sale 
d a retail 


iting that 
s is that 
suffered, 
nder any 
epair his 
>asure of 
he neces- 
305, 309. 
tances of 
ortage at 
iS capable 
course of 
load lots 


7 


"ago pas- 
its fifty- 
first run 
ited, and 
day. It 
“limited.” 
de 40,000 
900 miles, 


November 21, 1936 





_ is scarcely a section of this 
nation that is not witnessing today 
dramatic evidence of the progressiveness 


of the American railroads. 


This evidence may take the form of faster 
freight and passenger schedules, wider use 
of air-conditioned cars, door-to-door han- 
dling of freight, lower rates, or constant 
improvements in the all-important road- 


way. 


Or it may find more spectacular expression 
in new streamlined trains—marvels of col- 
orful utility linking fresh beauty to new 
standards of comfort and service for the 


traveler. 


)'\SSOCTAERION 


The Traffic World 


In whatever form you see these examples 
of enterprise—whether in the workaday 
running of the railroads or spotlighted in 
dramatic steam engines, impressive elec- 
trics or sleek new Diesels—you see differ- 


ent symbols of the same idea. 


That idea is to provide the American 
people with the safest, most serviceable 
and progressive trans portation system in 


the world. 


We believe if you'll look about you with an 
understanding eye, you'll see surprising 
proof of how superbly that idea is being 


served. 
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Personal Notes 





Walter H. Kuhls has been appointed coal traffic manager 
for the C. M. St. P. & P. at Chicago. 

W. G. Downard has been appointed general agent for the 
Grand Trunk Railway at Buffalo, N. Y. 

William F. McAfee, motor truck sales manager, Interna- 
tional Harvester Company, has been appointed chairman of 
the motor truck committee of the Automobile Manufacturers’ 
Association. Other new members appointed to the committee 
are W. E. Fish, manager, commercial car division, Chevrolet 
Motor Company, and David C. Fenner, vice-president, Mack- 
International Motor Truck Corporation. 

M. W. Roper and J. P. Haynes have been appointed assist- 
ant general freight agents for the Western Pacific, the Sacra- 
mento Northern, and the Tidewater Southern at San Francisco. 

A. E. Smith has been appointed commercial agent for the 
Atlantic Coast Line at Charleston, S. C., and H. N. Denham, 
commercial agent at Ocala, Fla. 

Rush C. Butler has withdrawn from the legal firms of 
Butler, Pope, Ballard and Elting at Chicago, and Butler, Pope 
Ballard and Loos at Washington, D. C. The firms will be 
known as Pope and Ballard at Chicago, and Pope, Ballard and 
Loos at Washington, Victor Elting also having withdrawn. Mer- 
rill Shepard and Minier Sargent have joined the firm at Chi- 
cago. 

John T. Wray, division freight agent, Pennsylvania Rail- 
road, Louisville, Ky., died at his home at New Albany, Ind., 
November 6. He had been with the Pennsylvania since 1887. 

Harry K. Thomas, district traffic agent, has been placed in 
charge of the newly established office of the N. Y. N. H. & H., 
the New England Steamship Company and the New England 
Transportation Company at Buffalo, N. Y. 

George A. Perry, division freight agent, Southern Rail- 
way, Louisville, Ky., died at St. Anthony’s Hospital, Louisville, 
November 15. He had been with the railroad for 35 years. 

F. D. Dodge, Jr., has been appointed traveling freight and 
passenger agent for the C. M. St. P. & P. at Boston, Mass. 

H. R. Holmgren has been appointer comptroller for the 
Pullman Company at Chicago. A. F. Brevillier has been ap- 
pointed general auditor at Chicago. 





REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has directed that an 
election be held under the supervision of its acting regional 
director at New York in order to determine representation of 
the marine engineers employed on 11 vessels of the Grace 
Line, Inc., and the three vessels of Panama Mail Steamship 
ata both lines being subsidiaries of Grace Steamship 

0. 

Three labor organizations have members among the en- 
gineers of the two lines. They are the National Marine 
Engineers’ Beneficial Association, affiliated with the Brother- 
hood of Locomotive Engineers; the United Licensed Officers, 
an independent organization admitting both engineers and deck 
officers to membership; and the International Union of Operat- 
ing Engineers, an A. F. of L. affiliate. The case arose on 
petition for a board investigation filed by M. E. B. A. The 
latter had requested the Grace Line to recognize its repre- 
sentatives, but the company had expressed uncertainty as to 
which labor organization was entitled to act for the engineers. 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





TRAFFIC MANAGER, industrial, 39, well rounded background; 
4 years’ railroad and 14 years’ industrial traffic experience; thorough 
knowledge of national distribution and warehousing problems, traffic 
surveys, motor carrier act, export, import, coastal, intercoastal ship- 
ping; twelve-year connection just ended by company liquidation; lo- 
cated in New York area but can move anywhere. Address, Box FFU-1, 
Traffic World, 418 S. Market St., Chicago. 





YOUNG MAN, single, with 18 years’ experience, now employed 
as traffic manager, desires connection with organization covering broader 
territory. Can furnish best of references. Address, Box FFT-1, Traffic 
World, 418 South Market St., Chicago, Ill. 










Vol. LVIII, No. 21 


Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel. 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


November 23—Albany, N. Y.—State Commission—Examiner Dillon: 
BMC 50316—Application of Lake Champlain Transport Lines, White- 
hall, N. Y., to operate as contract carrier. 
BMC 50475—Application of Leon L. Fairley, Inc., Troy, N. Y., to 
operate as contract carrier. 
BMC 50535—Application of Lemuel O. Morris, Granville, N. Y., to 
operate as contract carrier. 
BMC 50597—Application of Lewis R. Pomeroy, Granville, N. Y., to 
operate as contract carrier. 
November 23—Washington, D. C.—Argument: 
Ex Parte No. 104, part 6—Warehousing and storage of property by 
carriers at Port of New York, N. Y. 
November 23—Washington, D. C.—Examiner Walter: 
Air Mail Docket 15—North American Aviation, Inc., vs. American 
Airlines, Inc. (continued hearing). 
November 23—Washington, D. C.—Examiner Molster: 
Finance 11394—Application of Union Railroad Co., Monongahela 
Southern and St. Clair Terminal to merge corporate rights. 
November 23—Washington, D. C.—Examiner Schutrumpf: 
Finance 11390—Application of the A. T. & S. F. to acquire control 
of Pecos & Northern Texas and the Pecos River R. R. 


November 23—Detroit, Mich.—Fort Shelby Hotel—Joint Board 163: 

MC 50602—Application of Pugh Transport, Ltd., Chatham, Ont., 
for certificate and/or permit. 

MC 50747—Application of Ed Goyeau, Windsor, Ont., for permit. 

MC 50603—Application of Pugh Transport, Ltd., Chatham, Ont., for 
permit. 

November 23—San Francisco—Merchants Exchange—Joint Board 11: 
MC 19241—Application of Guy Cox, Medford, Ore., for permit. 
MC 25686—Application of Guy Cox, Medford, Ore., for certificate. 

November 23—Shreveport, La.—Chamber of Commerce—Examiner Idol 

and Joint Boards 164 and 165: 

MC 2130—Application of Herrin Motor Lines, Inc., Shreveport, La., 
for certificate. 

MC 50945—Application of Kansas City Southern Transport Co., Inc., 
Kansas City, Mo., for permit. 

MC 61438—Applications of Kansas City Southern Transport Co., 


Inc., Kansas City, Mo., for certificate and to extend present op- 
erations. 


November 23—Salt Lake City, Utah—Hotel Utah—Joint Board 173: 
MC 50302—Application of Inland Pacific Stages, Salt Lake. City, 
Utah, for certificate. 


November 23—Frankfort, Ky.—U. S. Court Rooms—Joint Board 105: 


MC 50626—Application of Reliance Trucking Co., Inc., Louisville, 
Ky., for certificate. 
MC 65897—Application of Reliance Trucking Co., Inc., Louisville, 


Ky., for permit. 
November 23—Kansas City, Mo.—Chamber of Commerce—Examiner 
Woodrow: 
MC 50760—Application of George Steiben, Bazine, Kans., for permit. 


MC 50861—Application of E. S. Wheatcroft, Pendennis, Kan., for 
permit. 


November 23—Des Moines, Ia.—U. S. Court Room—Examiner Clifford: 

MC-F 127—Merchants Motor Freight Co. and Merchants Motor 

Freight, Inc. (Iowa)—Consolidation as Merchants Motor Freight, 
Inc. (Minn.). 


November 23—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 3463—Application of Futrell Brothers, Troy, N. C., for cer- 
tificate. 


November 24—Albany, N. Y.—State Comm.—Joint Boards 67, 161 and 

Examiner Dillon: 

BMC 50286—Application of Highland Motor Transportation, 
N. Y., to operate as common carrier. 

BMC 50502—Application of Moore's Express, Glen, N. Y., to operate 
as common carrier. 

BMC 50621—Application of John F. Reed, Russell, N. Y., to operate 
as contract carrier. 


November 24—Detroit, Mich.—Fort Shelby Hotel—Joint Board 57 and 9: 
MC 59336—Application U. S. Truck Co., Detroit, for certificate. 
MC 70151—Application of United Trucking Service, Inc., for certificate 
and extend operations. 
November 24—Washington, D. C.—Argument: 
MC 50018—Application of Hahn Truck Line, Blackfoot, Ida., etc. 
November 24—Salt Lake City, Utah—Hotel Utah—Joint Board 30: 
MC 86225—Application of Farnsworth Truck Lines, Salt Lake City, 
Utah, for permit. 
November 24—Kansas City, 
Woodrow: 


MC 50320—Application of Guy Bondurant, Bazine, Kans., for per- 
mit. 


Utica, 


Mo.—Chamber of Commerce—Examiner 
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on Holiday Rushes... 
Use Nation-Wide 


Railway Express... 


Traffic managers get quicker and more depend- 
able action from Railway Express service. The 
coverage is continental — 23,000 offices from 
coast to coast, border to border. With Air Express 
at 2500 miles overnight, and fast connections 
with express trains at key junctions, the conti- 
nent is under your thumb. You can reach practi- 
cally any consignee on your shipping lists at top 
speed and economical rates. Railway Express 
service is complete, with prompt pick-up and 
delivery in all cities and principal towns. Special 
attention to C.O.D’s. Just as fast, and prompt re- 
mittance. For quick, dependable holiday rush 
service, nothing takes the place of Railway Ex- 
press, and on regular business you frequently 
save literally days on deliveries. Arrange your 
holiday service schedules now with your Rail- 
way Express agent. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 


The Traffic World 
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November 24—Kansas City, Mo.—Chamber of Com.—Examiner Clifford» 
MC-F 142—Missouri Pacific Transportation Co., purchase of 
Line Stage Line, Inc. 


November 25—Albany, N. Y.—State Comm.—Examiner Dillon: 
BMC 50708—Application of Charles M. Guptill, Cohoes, N. Y., 
operate as common carrier. 


November 25—Detroit, Mich.—Fort Shelby Hotel—Examiner Stillwell: 
MC 50586—Application North Shore Line, Buffalo, for certificate, 
MC 50883—Application of William Winters, St. Catherines, Ont., for” 

permit. 


November 25—Kansas City, Mo.—Chamber of Commerce—Examiner 
Woodrow: 
MC 50928—Application of John Gronewald, Oketo, Kans., for cer 
tificate. 


November 25—Little Rock, Ark.—Hotel Marion—Examiner Clifford: 
MC-F 132—Missouri Pacific Transportation Co., purchase of Dard 
anelle Transfer Co. , 


November 27—Los Angeles, Calif.—Calif. Comm.—Examiner Koebel: = 
1. & S. 4232—Transit rules on grain in Pacific coast territory. 


November 27—Detroit, Mich.—Fort Shelby Hotel—Examiner Stillwell: 
MC 29883—Application of Fairall Trucking, Lincoln Park, Mich., for 
permit. 


November 27—Joplin, Mo.—Hotel Connor—Joint Boards 36 and 180: 
MC 716—Application of Harry L. Sloan, Parsons, Kan., for permit 
and extension of operations. 
MC 50735—Application of F. C. Wallower and Harrison C. Rogers, 
receivers for Southwest Missouri R. R., Joplin, Mo., for certificate, 


November 27—Florence, Ala.—U. S. Court Rooms—Examiner Clifford: 

* MC-F 137—Mo-Ark Coach Lines, Inc., purchase of portion of cer- 
tificate of Dixie Coaches, Inc. 

* MC-F 138—Mo-Ark Coach Lines, Inc., purchase of portion of cer- 
tificate of Burns Transportation Co. 

* MC-F 139—Mo-Ark Coach Lines, Inc., purchase of property, etc., 
of H. G. Gatlin Bus Co. 


November 27—Washington, D. C.—Division 5: 
* MC-F 110—Merger in Atlantic Greyhound Lines of Old South Lines, 
Inc. 
* MC-F 130—Greyhound Corporation—Issuance of shares of preference 
stock. 
* MC-F 131—Greyhound Corporation acquisition of Pacific Greyhound 
Corp. 
MC-F 143—Northland Greyhound Lines, Inc., issuance of shares of 
common stock. 
MC-F 153—Southeastern Greyhound Lines issuance of securities. 
MC-F 154—Merger in Atlantic Greyhound Corp of Atlantic Greyhound 
Lines, and others. 
* MC-F 155—Merger in Pacific Greyhound Corp. of Golden Gate Stages, 
and others. 
MC-F 156—Merger in Southwestern Greyhound Lines, Inc., of Golden 
Eagle Southern Lines, Inc. 
* MC-F 157—Merger in Northland Greyhound Lines, Inc., of Northland- 
Greyhound Lines, Inc., of Il. 
MC-F 158—Merger in Pennsylvania Greyhound Lines, Inc., of Penn- 
sylvania Greyhound Lines of Indiana, Inc., and others. 
MC-F 159—Merger in Central Greyhound Lines, Inc., of Central Grey- 
hound Lines, Inc., of N. Y., and others. 
MC-F 160—Merger in Capitol Greyhound Lines (Va.) of Capitol Grey- 
hound Lines, Inc. (Ind.). 
MC-F 161—Merger in Southeastern Greyhound Lines of Southeastern 
Greyhound Lines of Ala., and others. 


November 28—Washington, D. C.—Argument: 
MC 50027—Contract carrier operation of Edgar Love. 


November 28—Joplin, Mo.—Hotel Connor—Joint Boards 179 and 91: 
MC 80948—Application of Bay Mule Express, Monett, Mo., for cer- 
tificate and extension of operations. 


November 30—Washington, D. C.—Argument: 
MC 50149—Application of C. M. Patman. 
MC 50262—Application of Ziphia Odell Clark for certificate. 


November 30—Salt Lake City, Utah—Hotel Utah—Examiner Koebel: 
27285—Ely Distributing Co. et al. vs. Bamberger Electric et al. 


November 30—New York, N. Y.—Hotel Pennsylvania—Chairman Mahaffie 
and Examiner Mohundro: 
27221—Investigation of the N. Y. N. H. & H. 


November 30—Devil’s Lake, N. D.—U. S. Court Rooms—Joint Board 24: 
MC 44770—Liederbach Bus Co., Inc. (Form BMC 9). 


November 30—Boise, Ida.—Boise Hotel—Joint Boards 49, 175, and 174: 
MC 39063—Application of Union Pacific Stages, Inc., to extend its 
present operation. 
MC 86039—Application of W. D. Plunkett, Elko, Nev., for certificate. 
MC 50334—Application of O. A. Schwartz & Son, Twin Falls, Ida., 
for permit. 


November 30—Los Angeles, Calif.—Calif. Comm.—Joint Boards 75 and 
Examiner Croft: 
MC 13429—Application of Union Pacific Stages of Calif., Los Angeles, 
Calif., for certificate, 


November 30—Chicago, Ill.—Morrison Hotel—Commr. Porter and Ex- 
aminers Trezise and Rice: 
27365—Freight forwarding investigation. 
November 30—Kansas City, Mo.—Chamber of Commerce—Examiner 
Simmons: 
MC C-14—Mid-Western Motor Freight Tariff Bureau, Inc., vs. Rite- 
way Motor Service et al. 
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THE ELEMENTS OF PRECISION TRANSPORTATION — INFORMATION 


Thousands of members of the Norfolk and Western Family are busy year in and year out compiling accurate, 
dependable information that contributes to the fast, efficient, economical handling of merchandise freight — 
information on loading, stowing, rates, routes, schedules—information on any and all phases of merchandise 
freight service —this data is an important element of Precision Transportation @ It is filed and indexed, cross 
indexed @ It is always at “finger tips”@ It is valuable to you @ And it is yours for the asking— consult your 
nearest Norfolk and Western representative @ 


NORFOLK AND WESTERN RAILWAY @ PRECISION TRANSPORTATION 
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November 30—Dayton, O.—U. S. Court Rooms—Examiner Maidens: 
MC 2042—Application of Moore Transportation Co., Inc., Dayton, 

O., for certificate. 

November 30—Jamestown, N. Y.—Federal Bldg.—Examiner Naftalin: 

* MC 20987—Application of D. & H. Motor Freight Co., Jamestown, 
N. Y., for certificate. 

November 30—Louisville, Ky.—Brown Hotel—Examiner Clifford: 

* MC-F 125—Huber & Huber Motor Express purchase of certificate 
of Hulette’s Transfer Line. 





Digest of New Complaints 





No. 27586, Earle C. Dodds, Inc., Milford, Mass., vs. N. Y. N. H. & H. 
Unreasonable rates, rough granite, Stony Creek, Conn., to Mil- 

ford, Mass. Asks reparation. (Earle C. Dodds, pres., Milford, 

Mass.) 

27587, A. B. Humphrey, dba A. B. Humphrey Co., Escalon, Calif., 

vs. A. T. & S. F. et al. 

Penalty charges, fresh grapes, Escalon, Calif., to Portland, Ore., 
and other points, in violation sections 1 and 6. Asks reparation. 
(E. W. Hollingsworth, atty., 369 Pine St., San Francisco, Calif.) 
27588, Lustberg Nast & Co., Inc., New York, N. Y., vs. N. Y. N. 
H. & H. et al. 

Rate and charges in violation section 6, cotton piece goods, North 
Dighton, Mass., to York, Pa. Asks reparation. (Abner Pollack, 
practitioner, 1148 Manor Ave., New York, N. Y.) 

27589, Arizona Sand & Rock Co., Phoenix, Ariz., vs. A. T. & S. F. 
et al. 

Unreasonable rates and charges, secondhand trench digging ma- 


No. 
No. 


No. 


NORTH DAKOTA-MONTANA SHIPPERS 


We are the only thru line from Chicago-Milwaukee 
to Fargo, N. D.—2nd Morning Delivery 


—o-— ALSO —o-— 


All equipment refrigerated type—largest 


fleet in Chicago-Twin City field. 
Dependable Service 


GLENDENNING TRANSFER SERVICE 


General Offices—480 Broadway, St. Paul, Minn. 


Milwaukee ie | 
106 Seeboth St. W. 2550 W. Ma m St. 


Fargo 
8—13th St. 





DON’T WONDER WHAT’S WRONG! 


p 4 0) N t FOR NATION-WIDE 


AIR EXPRESS 
Then you'll be thinking fast. 


Three miles a minute, 2,500 miles 

overnight—it’s a natural for up-to-the-minute merchandising, whole- 

sale, retail or both, and solves your problems instantly. 

*Air Express reaches directly day and night 216 cities in 
United States and Canada, and 32 Latin-American countries. 

*Reaches farthest customers in half a day, nearer-bys in a few 
hours. 

*Makes swift connections with fast Railway Express trains. 

*Puts your territories in the hollow of your hand. 

*Pick-up and delivery, door-to-door, without extra charge. 

*One organization. One responsibility. One waybill. 
For general service, day or night, or for special 

“musts,” phone any railway Express office. 


the 


high-speed 


AIR EXPRESS 


DIVISION RA'ILWAY EXPRESS AGENCY 
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chine, Tempe, Ariz., to Los Angeles, Calif.; secondhand power 
shovel or trench digging machine, Hedona, Ala., to Casa Grande, 

Ariz. Asks cease and desist order, rates and reparation. (J. N, 
Furlong, counsel, Security Bldg., Phoenix, Ariz.) 

. 27590, Marshall Field & Co., Chicago, Ill., vs. C. & W. C. et al, 

Rates in violation section 6, cotton sheeting, Iva, S. C., to Chi- 
cago, Ill. Asks cease and desist order, rate of 73 cents and rep. 
aration. (T. P. Scanlan, practitioner, 1608 Milwaukee Ave., Chi- 
cago, Ill.) 

27591, H. G. Miles & Co., New York City, N. Y., vs. A. C. L. et al, 

Unreasonable charges, potatoes, Aurora, N. C., to Elizabeth, Pa. 
Asks reparation. (Walter S. Ryan, atty., 1210 Palo Alto St., North 
Side, Pittsburgh, Pa.) 

. 27592, Steacy-Schmidt Manufacturing Co., York, Pa., vs. Pennsyl- 
vania-Reading Seashore. 

Unreasonable rates, industrial sand, points in N. J., to York, Pa. 
Asks reparation. (William H. Neely, atty., Mechanics Trust Bldg., 
Harrisburg, Pa.) 

27592, Sub. No. 1, Wilmot Engineering Co., 
Central of New Jersey. 

Rates, industrial sands, Cedar Lake, N. J., to White Haven, Pa., 
in violation of section 1. Asks reparation. (William H. Neely, 
atty., 902 Mechanics Trust Bldg., Harrisburg, Pa.) ; 

. 27592, Sub. No. 2, Wilmot Engineering Co., Hazleton, Pa., vs. 
Pennsylvania-Reading Seashore Lines et al. 

Rate, unreasonable, industrial sand, Millville, N. J., to White 
Haven, Pa. Asks reparation. (William H. Neely, atty., 902 Me- 
chanics Trust Bldg., Harrisburg, Pa.) 

27593, E. I. du Pont de Nemours & Co., Inc., Wilmington, Del 
vs. Boston & Maine et al. 

Rates, box shooks, Deering Junction, Me., to Mineral Springs, 
Ala., in violation of section 1. Asks reparation. (R. W. Marshall, 
F. T. Ridley, attys., DuPont Bldg., Wilmington, Del.) 

. 27594, New Orleans Joint Traffic Bureau, New Orleans, La., vs. 

A. & S. et al. 

Rates, grain and grain products, Colorado, Illinois, Iowa, Kan- 
sas, Minnesota, Nebraska, North Dakota, Oklahoma, South Da- 
kota and Texas, to New Orleans and points in La. and Tex., in 
violation of sections 1 and 3, the undue preference alleged being 
primary markets and interior shipping points as Omaha, Neb.. 
Kansas City, Mo., Salina and Wichita, Kan., Sioux City, Ia., and 
such destination points as those located in Texas and Louisiana 
west of the Mississippi River and of Memphis, Tenn. Asks new 
rates. (E. H. Thornton, C. A. Mitchell, L. A. Schwartz, L. H. 
Rauhamn, Jr., 310 Board of Trade Annex, New Orleans, La.) 
27595, Vita Rich, Inc., Kansas City, Mo., vs. C. & N. W. et al. 

Unreasonable charges on a hay dryer attached as a fixture to 
a flat car shipped from Milwaukee, Wis., to Rex, Kan., and from 
Rex to Kansas City, Mo. Asks new rates on dehydrating or dry- 
ing outfits, moving on their own wheels, and reparation. (George 
H. Kinney, atty., 701 Security Bldg., Kansas City, Mo.) 

. 27596, Atlantic Foundry Co., Barberton, O., vs. C. B. & Q. et al. 

Unreasonable rates, sand, Maiden Rock, Wis., to Barberton, O. 
Asks reparation. (Abner Pollack, practitioner, 1148 Manor Ave., 
New York, N. Y.) 
MC-C 23, American Carloading Corporation, Detroit, Mich., vs. Road- 

way Transit Co. 

Rate, 35 cents 100 pounds, automobile parts, Detroit, Mich., to 
Chicago, alleged to be unreasonably low, discriminatory and un- 
duly preferential in violation of sections 216 (b), (d), and 202 (a). 
Asks cancellation of the rate and prescription of new rate. (H. 
F. Snure, pres., Detroit, Mich.) 

MC-C 23, Sub. No. 1, American Carloading Corporation, Detroit, Mich., 
vs. Transamerican Freight Lines, Inc. 

Same as foregoing in allegation and prayer. 

MC-C 23, Sub. No. 2, American Carloading Corporation, Detroit, Mich., 
vs. Kirk Trucking System, Inc., Morris H. Schwartz, trustee. 

Same as foregoing in allegation and prayer. 


No. 
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CHANGES IN DOCKET 

Hearing in MC 50853, set for November 17, at Kansas City, Mo., 
before Joint Board 36, was postponed to a date to be fixed. 

Hearing in MC 40428, set for November 17, at New York, N. Y., 
before Joint Board 159 and Examiner Dillon, was canceled. 

Hearing in MC 50355, set for November 19, at Buffalo, N. Y., be- 
fore Joint Board No. 22, was canceled. 

Argument in No. 27235, assigned for November 16, at Washington, 
D. C., was cancelled. 

Hearing in MC 50590, assigned for November 18, Salt Lake City, 
Utah, before Examiner Olentine, was cancelled. 

Hearing in MC 86219 set for November 19, Memphis, Tenn., before 
joint board 38, was cancelled. 


Hearing in Finance No. 11279, assigned for November 18 at Hagers- 


town, Md., before Examiner Molster was cancelled. 
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AWeeshousing and 
Distributing Service that is Unequaled 


Modern construction and equipment pro- 
vide for the handling of merchandise with 
the utmost safety and dispatch. Our ca- 
pacity of 50 cars per day, all of which are 
worked under cover, gives full protection 
to your merchandise from damage by the 
elements. Pool cars are promptly distrib- 
uted. All suburban trucking companies 
maintain offices within the warehouse, pro- 
viding efficient cartage facilities. 


The warehouses are served by all rail- 
roads, Great Lakes steamers and New 
York Barge Canal lines. 


Here you are offered every service that 
your own branch could furnish other than 


TIDEWATER 
TERMIMALS 
GALLIED INLAND 
WAREHOUSES 


selling the product. 


We are especially equipped to warehouse 
and distribute valuable food products and 
other classes of package merchandise. 


Write for detailed information. 
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Western Representative: RICHARD D. JONES, Western Traffic Manager, 1646 Transportation Building, Chicago, Il. 


KEYSTONE WAREHOUSECO. 


WALTER —— VALTER B. McKINNEY 


SENECA AND HAMBURG STS. 


=== TY BUFFALO.NY. 9 === 


W. J. BISHOP 
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Unexcelled scenery...modern, air-conditioned, roller-bearing 
equipment... superb, reasonably-priced dining car meals... 
a courteous, friendly personnel. When you travel in the 
Northwest, you are invited to enjoy the luxurious comfort of 


The North Coast Limited 


E. E. Netson, Passencer Trarric Manacer, St. Paut, Minn. 


NORTHERN PACIFIC RAILWAY 


Fiest of the Northern Tranicontinentals 
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The International I-12 Tractor with this lift truck built on it, readily picks up, transports, and lays down loads of various kinds. 
It is shown here removing loaded skids from trailers in the Milwaukee shops of the Chicago, Milwaukee, St. Paul & Pacific. 


An Efficient Materials-Handling Unit 


International 1-12 with Lift Truck 


A real help in solving materials-handling 
problems is offered by the International 
I-12 Industrial Tractor equipped with lift 
truck shown above. 

In the Milwaukee, Wis., shops of the 
Chicago, Milwaukee, St. Paul & Pacific, 
this outfit is used by the stores department 
to move materials. It picks up loaded skids 
weighing approximately 2,000 pounds 
each, puts them on trailers, tows the loaded 
trailers to the shipping and receiving de- 
partments, and unloads the trailers. Incom- 
ing supplies are loaded on the trailers and 


distributed to the proper departments. 
Each International has a scheduled circuit 
to travel every morning and afternoon. 
Investigate the International I-12 for 
your work. It is small and compact for 
working in close quarters, and it is noted 
for its operating economy. It works alone 
or in combination with equipment built 
around it. The nearest International indus- 
trial dealer, or Company-owned branch, will 
give you complete information on this trac- 
tor or other industrial wheel and crawler- 
type tractors in the International line. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 





(INCORPORATED) 


Chicago, Illinois 


INTERNATIONAL HARVESTER 
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